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Sontributions. 


English Fast Trains. 
To THE EDITOR OF THE RAILROAD GAZETTE: 





In your issue of 17th Nov. you publish a table of speeds of | 
fast trains in Europe and America from a German Journal, | 


Die Verkherszeitung. 
The table is hardly fair to us Britishers, as our best *train 


times are omitted, and several very lazy-running trains, 
such as the Plymouth and Portsmouth expresses (87 and 36 5 


miles an hour respectively), are quoted. Our two fast trains 
are: {f. The “Flying Dutchman” (Great Western broad 
gauge), which does the run from London to Swindon, 7714 
miles, ia 1 hour 27 


London (King’s Cross) to Edinburgh, 395 miles, in 9 hours 


exactly, being a fraction under 44 miles an hour. It is fair | 


to add that this train allows 20 minutes for luncheon at 
York, which is included in the 9 hours. 

The time of this train to York, 18814 miles, is 3 hours 55 
minutes, being over 47 miles an hour. 

The fact that train speeds are a subject of interest to 
many must be my excuse for troubling you with these de- 
tails. CHARLES J. ANDERSON. 

CHISWICK, Middlesex. 





To THE EDITOR OF THE RAILROAD GAZETTE : 

In your issue of Nov. 17 isa reproduction of an article 
that revently appeared in the German Verkehrszeitung on 
speeds on European railways. As regards the speeds in Ger- 


many | am not competent to cfferan opinion, but those’ 


quoted as referring to this country are far under the mark, 
and from the routes given seem to refer to minor companies 
—not one of the ‘‘crack” rcutes being mentioned. The fastest 
long journey train in England is the Great Northern ex- 
press, known generally as the “Flying Scotchman,” which 
leaves King’s Cross, London, every day at 10a. m., and 


arrives at Edinburgh at 7 p. m., 404 milesin 7 hours, or’ 


say 47 miles an hour, but half an hour is allowed at York to 
dine so that the actuul speed is very much higher. 
[This correspondent must have meant to write nine hours 


for this rub, which, however, is not=47 miles@n .hougfor | 


404 miles, but 45 miles. It will be noticed that Mr. Ander- 
son’s letter gives the distance run by this train as 395 miles, 
instead of 404, and the stop at York as 20 minutes, instead 
of half an hour.—EDITOR.] 

The same railway has several trains between London and 
Bradford (rather under 200 miles) that make an average of 
5314 miles. 

The GreatWestern broad-gauge expresses exceed that speed 
as between London and Swindon, 70 miles, but afterwards 
decrease the average. 

The ‘“‘ Wild Irisbman,” on the Northwestern, averages 
about 44 miles from London to Holyhead (280 miles), and 
the London and Liverpool expresses of the same company, 
as you remark, make more than 40 miles. 

The Brighton Pullman express makes the 50 miles in 14 
hours. 

None of these trains are mentioned in the German list. 
There may be others, but these are within the knowledge of 
any traveling Londoner as every day experiences for years 
past; so that I fear the German list is not quite as correct 
as you fancy. J. G. D, 

Lonpbon, Nov. 29, 1882. 





The Chicago, Burlington & Quincy S'andard Truck. 





Chicago, Burlington & Quincy Railroad Company, } 
Office Superintendent Motive Power, ¢ 
Avrora, IIl., Nov. 21, 1882. | 
To THE EDITOR OF THE RAILROAD GAZETTE: 
In the Railroad Gazette of Nov. 3 we note areport from 
the Master Car-Builders’ Committee on standard trucks, in 


which the old trucks of the Chicago, Burlington & Quincy | 


minutes, being over 51 miles an hour ; | 
IT. The ‘“‘ Flying Scotchman,” or East Coast Express (Great | 
Northern, Northeastern and North British companies), from | 


af . 
yp of deflection, as shown by dotted lines, is very slight | 


| throughout. 

| Will you kindly correct this error about Chicago, Burling- 
| ton & Quincy standards ? Goprrey W. RHODES, 

| Superintendent of Motive Power. 








Joint Executive Committee—Passenger Department. 


, _Ata meeting of a sub-committee of the Joint Executive 
Committee, Tuesday, Nov. 21, at which were present the 
general passenger agents of the roads possessing lines and 
parts of lines between Cincinnati and New York, as also of 
the Ohio & Mississippi, the Cleveland, Columbu-, Cincin- 
nati & Indianapolis, the Lake Erie & Western and the 
Chesapeake & Ohio, it was agreed that the Chesapeake & 
Ohio should be allowed a differential rate from St. Louis 
‘and Cincinnati to Washington, Baltimore, Philadelphia and 
New York, and also from Louisville and Nashville to New 
York, and in the other direction also. The rate is gen- 
erally. equal to the lowest differential rate by any other 
ute, From Cincionati'to New York it is $16 first-class, 
| $15 second-class, and $13360 theatricals; to Washington 
| and Baltimore it is $12.50, $11.25 and $10.60 respéetively. 
For some time it is said that the Chesapeake & Oto has se- 
cured, by making low rates, a very table share of the 
travel, especially from Cincinnati to Washington and Balti- 
more. 

It- was agreed that as soon as the Chesapeake & Ohio 
should put on continuous tram tickets from Washington to 
Chicago via Cincinnati, the Baltimore & Obio and the Penn- 
sylvania should withdraw their tickets from Washington to 
Chicago via Cincinnati. 
|. At a meeting of the Jc int Executive Committee at No. 
| 346 Broadway, Nov. 22 to 25, the following roads were rep- 
| resented: 
|. Baltimore & Ohio, C. K. Lord; Boston & Albany, E. Gal- 
|lup; Canada Southern, W. H. Hurlourt: Chesapeake & 
| Obio, H. W. Fuller; Cleveland, Columbus, Cincinnati & 

Indianapolis, A: J. Smith; Grand Rapids & Indiana, A. B. 
| Leet; Indianapolis & St. Louis, A. J. Smith; Indiana, 
Bloomington’ & Western, H. . Bronson. Lake 
Erie & Western, G. W. Smith; Lake Shore & Micni- 
gan Southern, W. P. Johnson; Louisviile, Evansville & St. 

ouis, J. 8. Cark; Marietta & Cincinnati, T. P. Barry; 
Michigan Central, H. B. Ledyard, O. W. Ruggles; New York 
Centrél & Hudson River, H. J. Hayden, C. B. Meeker; 
New York, Lake Erie & Western, Jno. N. Abbott; New 
| York & New England, A. C. Kendall ; New York, Pennay!l- 
vania & Ohio, J. M. Ferris, A. E. Clark; Ohio & Mississippi, 
W. B. Sbattuc: Pennsylvania, Frank Thomson, J. R. Wood; 
Pennsyivania Company, Pittsburgb, Cincinnati & St. Louis, 
Vandalia Line, E. A. Ford; Wabash, St. Louis & Pacific, 
H. C. Townsend. 

The Chairman said that the meeting had been called, 
under a resolution adopted at the last meeting, for the pur- 
pose of adjusting differential fares between intermediate 
| points, and the completion of the contract for divison of 
earnings, and that the Committee would now proceed with 
this matter unless it was desired to first dispose of some rou- 
tine business. 

It was suggested that the miscellaneous business before the 
Committee should be first taken up, and the adjustment of 
differential fares postponed. 


WITHDRAWAL OF COMMISSIONS PAID IN SAN FRANCISCO TO 
OUTSIDE” PARTIES. 

On. motion, the Chairman appointed a committee composed 
of the general passenser agents of the trunk lines, and 
Messrs. Townsend, Ruggles and Ford to draw up an agree- 
ment having ia view the withdrawal of commissions now 
paid in San Francisco to outside parties, which have the 
effect to reduce the regular fares. 

In accordance therewith, the committee reported as fol- 
lows: 

“Resolved, That from Dec. 1 proximo, no commissions 
shall be paid in San Francisco, or on the Pacitic coast, that 
shall have the effect of reducing the established fares of the 
Central Pacific Railroad to points east of the Missouri River, 
and no orders for eastbound tickets of any class shall be 
drawn on lines east of the Missouri River. 

“The above resolution is recommended for adoption by 
the Joint Executive Committee, and the Western connecting 
lines are respectfully requested to join in this desirable 
reform.” 

The report of the committee was received, but as it was 
evident that no agreement could be rea*hed, the Chairman 
recommended that the matter be referred to the Trunk Line 
Committee for further consideration, which recommendation 
was adopted. 

APPOINTMENT OF LOCAL COMMITTEES. 

On motion, the following appointments were made: 

For Cincinnati—W. B. Shattuc, Chairman; T. P. Barry, 
Secretary. 

For St. Louis—H. C. Townsend, Chairman; G. D. Bacon, 
Secretary. 

For Louisville—C. P. Atmore, Chairman; J. C. Ernst. 
Secretary. 

The appointment of Mr. Thomas C. Moore as Chairman of 
the Chicago Committee, was confirmed, and the selection of 
a Secretary for that Committee postponed. 

INCREASE OF EMIGRANT OR THIRD-CLASS FARES FROM THE 
PACIFIC COAST. 
After discussion, it was 
‘Resolved, That the Chairman of the Joint Executive 
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Railroad have a pretty good representation. We also note 
it stated that fig. 1 in the above report is the freight truck 
now being built by the above company. 

This is incorrect. We send you a blue print of the ccm- 
pany’s standard truck as proposed in December, 1880, and 
afterwards adopted. The top bar you will note is 3 x 1} in., 
and the second bar 3x1in. Two tests were made in Decem- 
ber, 1880, under the same conditions as those referred to in 
the Master Car-Builder’s report: each showed a pressure of 
6714 tons before the bars buckled. To verify this report, 
Noy. 16, 1882, we made a similar test with the standard 
truck. At 65 tons the truck-end casting cracked, as per red 
line on enclosed blue print No. 258. This confirming the 
original report we made no further examination. The line 








Committee is hereby cirected to notify the Centra] Pacific 
Railroad Company and Southern Pacific Railroad Company 
and Oregon Railway & Naviyation Company that from 
Jan. 1, 1883, the rate on emigrant, or third or second class 
tickets from points on their lines to Atlantic seaboard cities, 
must be so advanced as to pay the lines east of Chicago and 
St. Louis the highest second-ciass (aud not lower differential) 
rate proportion on all such tickets. In other words, that the 
emigrant, or third or second-class rates between points indi- 
dicated eastbound must be based on the highest second-class 
rates from Chicagoor St. Louis, by whichever route the 
through rate may properly be made. . 

“Resolved, That the rates from Pacific coast points to in- 
termediate points east of Chicago and St. Louis affected by 
the above advance, shail be adjusted at the special meeting 
ot the Western Association of General Passenger and Ticket 
Agcnts at Indianapolis, Dec. 12, 1882, and that the railway 

| companies heretofore named, be notified by the Secretary of 





the Western Association in time to incorporate the changes 
adopted in their rate sheets, taking effect Jan. 1, 1883.” 
The Chairman issued notice as above agreed. 


CHARGE AGAINST THE INDIANA, BLOOMINGTON & WESTERN 
OF PAYING COMMISSIONS IN ST. LOUIS CONTRARY TO 
AGREEMENT. 

A lengthy discussion of this subject resulted in the agree- 
ment of Mr. H. M. Bronson, General Passenger Agent Indi- 
ava, Bloomington & Western Railroad to discontinue the 
payment of commissions at that point, and the assurance of 
Mr. H. C. Townsend, General Passenger Agent, Wabash, 
St. Louis & Pacific Railway, upon whose issue the commis- 
sion was said to have been paid, that if the payment of such 
commission was continued, he would withdraw the tickets 
reading over the Indiana, Bloomington & Western from 
sale, according to agreement. 

DIFFERENTIAL FARES BETWEEN INTERMEDIATE POINTS. 


The advisability of establishing differential fares between 
intermediate points was argued at length without coming to 
any definite conclusions. 

ACCEPTANCE OF DIFFERENTIAL FARES BY CHESAPEAKE & 
OHIO. 

Mr. H.W. Fuller, General Passenger Agent, Chesapeake 
& Ohio Railroad, reported that bis company had decided to 
accept the award of differential fares from Cincinnati, 
Louisville, Nashville and St. Louis, as stated in the pro- 
ceedings of meetiag of Nov. 21, to take effect from Dec. 1. 
THE LOUISVILLE, EVANSVILLE AND ST. LOUIS ACCEPTS DIF- 

FERENTIAL FARES AND CONTINUOUS TRAIN TICKETS, 

Mr. J. S. Cark, General Ticket Agent, Louisville, Evans- 
ville & St. Louis Railroad Company, reported that he was 
authorized to say that his company would accept the condi- 
tious of the resolutions adopted at a previous meeting of this 
Committee, under which coptinuous-train passage tickets 
are to be sold between differential-fare points, and that he 
would place such tickets on sale from St. Louis, the only 
differential-fare point in which his line was interested, and 
that no through tickets should be sold by the evening trair, 
which made no direct connection at Louisvile with the 
Chesapeake & Ohio Railway. 


READJUSTMENT OF DIFFERENTIAL FARES AND DIVISION OF 
BUSINESS BETWEEN DIFFERENTIAL FARE POINTS, 


It was agreed that the statistics showing the results of 
the operation of the differential fares already established, as 
compared with the business transacted between the same 
points for previous periods, during the year 1881 and the 
present year, should be given to the Committee for their in- 
formation and guidance in determining their action with 
regard to the readjustment of such fares. 

These statistics were laid before the meeting, and were 
examined during the 23d end 24th days of November. 

‘Lhe question was then discussed as to whether it would 
not be desirable to make a definite division of the traffic be- 
tween differential-fare points, between the competing roads, 
and monthly cash settlements of accruing balances, so as 
to insure to each road the full amount of the business upon 
the basis of 1881, as provided in the agreement for the 
division of gross passenger earnings. It was considered 
whether the division of the earnings could not thus be con- 
fined to the competitive trafiic, instead of including local 
traffic, as contemplated in the contract. 

As the representatives of companies een were not 
authorized to act upon this question, the following resolution 
was unanimously adopted: 

‘*Whereas, It has been ascertained from the statistics pre- 
sented at this meeting that the present differential fares will 
bave to be modified in order to bring about a proper distri- 
bution of the business, as originally agreed upon, 

** Resolved, That when this meeting adjourns it adjourn 
until Tuesday, Dec. 5, 1882, at which time the modification 
ot said differential fares shall be proceeded with, and that, 
io the meanwhile, the general passenger agents shall confer 
with their chief executive officers upon the proposed plan of 
dividing the passenger traffic between competitive points, 
and making monthly money settlements of balances, and 
that the general passenger agents be prepared and authorized 
to act definitely upon this subject at said meeting.” 

THE LAKE ERIE & WESTERN ON DISCONTINUING THE SALE 
OF THROUGH TICKETS TO FREMONT AND SANDUSKY, O. 

Mr. G. W. Smith presented the following resolution : 

** Resolved, That the trunk lines be requested to place on 
sale the tickets to Sandusky and Fremont, which were 
recently withdrawn from sale, and that first-class limited 
and second-class rates be made to those points on the same 
basis per mile as to Cleveland and Toledo.” 

After discussion, several members of the Committee ex- 
pressing themselves as unable to act in the matter, as they 
did not fully undérstand the subject, the resolution was not 
adopted. 


DIFFERENTIAL FARES BETWEEN DIFFERENTIAL FARE POINTS 
AND INTERMEDIATE POINTS. 

Mr. Bronson offered the following resolution : 

* Resolved, That Section 1, of the proceedings of this 
Committee, at meeting of Aug. 22 to 26, 1882, be changed 
to read that commissiuns may be paid from differential fare 
points to intermediate points, until differential fares are 
established bet ween those points.” 

This resolution was discussed, but, it being shown that if 
the same was adopted, it would lead to a general demoraliza- 
tion of the established fares, Mr. Bronson was urged to 
allow the matter to lie over until the next meeting, when 
differential fares to intermediate points could be established. 

In connection with this, the claim made by the Lake Erie 
& Western Railroad, which road desired that differential 
fares be estabiished between St. Louis and certain points 
named by its representative, was discussed, and ‘in ~view of 
the difficuity of taking separate action in the case of these 
two roads, their representatives agreed to let the matter lie 
over until the next meeting. 

The following resolution was then unanimously adopted : 

‘* Resolved, That this Committee shall adjourn uutil Tues- 
day, Dec, 5, 1882, and that toe first business to be taken up 
at that meeting shall be the consideration of differential 
fares to intermediate points, to be allowed the Indiana, 
Bloomington & Western and the Lake Erie & Western rail- 
roads.” 

The meeting then adjourned to Tuesday, Dec. 5, 1882. 

R. T. BRYDON, ALBERT FINK, 
Secretary. Chairman. 








The Kinzua Viaduct. 


The engravings published last week represented the loca- 
tion and the general plan of this remarkable structure. 
This week we give illustrations showing the details of the 
towers, and the method of erection. 

The columns composing the towers were built in 30-ft. 
sections at the works at Phceenixville, Pa., and transported 
in cars by rail directly to the site of the structure. When 
placea in position these sections were connected together by 
wrought-iron sleeve joints placed inside the columns and 
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LAKE ERIE & WESTERN COAL & RAILROAD CO., 


NEW YORK, 


KINZUA VIADUCT, 


Girder over Tower. 


lle (Pa.) Bridge Works. 


1201 


CuaRK, REEVES & Co., Designers and Contractors, Phoen 


winging 


In Progress of Erection, July 22, 1880,—S1 
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CuarKe, Reeves & Co, Designers and Contractors, Pheenimville (Pa,) Bridge Works, 


LAKE ERIE & WESTERN COAL & RAILROAD CO. 


NEW YORK, 


KINZUA VIADUCT, 


In Progress af Erection, July 8%, 1983 
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Cap for Towers. 
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firmly bolted, thus dispensing with the flanges generally used 
to fasten column sections together, and giving to the column 
when finished the appearance of a continuous post of iron. 
The four columns composing each tower as above described | 
are thoroughly braced by horizontal lattice struts and diag- 
onal rods fastened to the columns by bolts extending through 
them at the sleeve joints. 

The whole structure is designed and constructed to with- 
stand a maximum tension at the base of the highest wind- 
ward column of 12,000 Ibs., which is resisted by a pair 
of 1%-in. round bolts, giviug an area of 2.4 square inches, 
and their upward pull is resisted by their being anchored 
under 20 tous of ma onry. The longitudinal strains are dis- 
tributed by a system of continuous heavy wooden beams on 
the top extending the whole length of the structure, which 
beams «Iso serve as guard rails to the track. 





The viaduct as now comrleted will sustain a moving load 
of consolidated engines covering it from end to end ; this’ 





9° 24" Planks 





track having been completed to the north abutment, this 
crane was placed thereun, and the workmen having set in 
place the trusses composing the first span, it was bolted to 
the top of the column; the timber floor system was then put 
on and the rails laid across this span, thus completing the 
track to the first pier. The crane was then pushed forward 
on its truck along the track already laid, and the trusses of 
the next span swung by it into position in the same manner. 

It was found that the top section of the higher towers 
could be more conveniently placed in position by the use of 
the crane; its arm was, therefore, extended, and the Phoenix 
columns composing the apper section were hoisted from the 
ground and placed in their proper position in pairs, having 
been previously connected by their proper bracing, so that 
all that remained to be done was to connect and brace these 
pairs by the final longitudinal bracing, thus completing the 


|tower ready to receive the 38)¢-ft. span truss, which was 


then put in position, the track system extended over it, and 








the Chief Engineer of the Company, aided by Charles Pugs. 
ley, his Assistant Engineer. 

The iron work was designed by A. Bonzano and T. C 
Clarke, of Clarke, Reeves & Co., of the Phoexixville Bridge 
Works, and was erected by them under the immediate sup- 
ervision of R. A. Simmons, Superintendent of Erection, in a 
very skillful manner. 

The engineering of the work, during its erection, was sup- 
erintended by Mr. Charles Pugsley, Principal Assistant 
Engineer to Mr. O. Chanute, Chief Engineer of the Erie 
Railway, Mr. Oliver W. Barnes having resigned the Chief 
Engineership of the Company, to take the contract for the 
construction of the railroad work, July 1, 1881. 

The present President of the New York, Lake Erie & 
Western Coal & Railroad Company is Gen. Thos. L. Kane, 
of McKean County, end Robert Harris, Vice President of 
the New York, Lake Erie & Western Railroad Company, is 





Vice President. 
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is of ample strength to ensure the safe passage of the | 


heaviest trains at high speed. 
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the trusses of the succeeding 61-ft. span were drawn :for- 
ward and placed in pi sition in the same manner. This pro- 


The work of erection was accomplished in the short space | cess was repeated from tower to tower throughout the re- 
of four months, namely, from May 10 to Aug. 29, 1882, by | maining part of the structure. 


a force averaging about 125 men, aided by two steam hoist- | 


It is an interesting fact that the workmen, as the work 





ing engines, and tackle requiring about 30 miles of manilla | progressed, became so expert that they climbed the diagonal 
rope. The sides of the Kinzua Valley being very steep and | rods and walked on the horizontal struts with as much facil- 
rugged, and covered with stumps and rocks, it was neces- | ity and safety at the greatest elevations as if they were 
sary to lay a temporary track on the ground from the north | close to the ground; no scaffolding was required for their 
side of the ravine to a point about half way up the bill on | use, and none of the men was seriously hurt during the erec- 
the south side, for the purpose of distributing the culumns | tion of the viaduct. 

and braces ior the towers. This having been accomplished, | 


the work of erection began by putting up four masts 60 ft. | er 


OF DETAILS. 


high, having pulleys at their tops, set on each masonry base | ten abutment. ...-..-..--...05 eee Fae wide and = ft. high 
and securely guyed by ropes fastened to trees in the adja- | ‘Total length of iron work.... .....-.--. ....ss--seeceees -- 2,053 ft 
cent forest. By means of these the tirst four columns com- | od eae ae Deb hodwned 0465056630 0b RaeN bees 0000s 600s ad *~ 
posing the lower section of the higher piers were placed in | No. of iron Br tat. cones corenese onus 0e “0 
position, firmly bolted at the bottom and braced at the top | = OE BOW COPMIIES. . Biesccs cecescccccecvenescncesecssovcce 110 
by the horizontal members, thus rendering the lower section | Length of each clear ERR AT 61 

complete and stable. The 60-ft. masts were then shoved | Length of each pier span........ ... -.. 2. 2. 0s.sesesees 33% 


upwards about 35 ft. along the four columns already | Kverese'height of piers 2222700721 





erected, and securely clamped, and by their aid the second | Ls = to Pe abate ose - * 
section was raised into position in the same manner as the | Batter of columns ef piers......0....0002e 222. 3 ; ot height 
first, and likewise securely braced. This operation was | Batter of masonry BR suhases. cpucvssccew cancth tenet 6 in. per 


Masonry of piers 4ft. square on top 


repeated until the top section was reached. 


s | Bases range rom 8 to 18 ft. square, according to de of founda- 

It is proper to state that the first and comparatively low | _ tions. 4 
towers at the north end of the structure were raised en- | Stoel in track and fastemlugs...--...0.-. ses... 22 oston 
tirely from the bottom in the manner above described, and | Total cost of viaduct..............5 0.0 ..26 66 cccceeeeeeeee $237,000 


completed ready for the trusses, which were swung into po- Time occupied in construction and erection,. .. ..........94 days 
sition from the top by means of a traveling derrick or crane | The location of the railroad and the project of thecrossing 
which had been specially devised for this purpose. The | of the Kinzua by a viaduct, was made by Oliver W. Barnes, 
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OF FLOOR SYSTEM OF THE KINZUA VIADUCT 


Railroad Right of Private Combat. 





There is one aspect of the railroad war which bas been 
lately raging in the Northwest that the public does not seem 
tofully comprehend. For several weeks, throughout the 
richest territory tributary to Chicago and along the lines of 
railroads extending thousands of miles, all business interests 
bave been kept ina state of feverish uncertainty by the con- 
stant arbitrary changes made in the rates of transportation 
from day to day by the managers of the railroads involved 
in the ‘“‘ war.” Country mer. hants who came to Chica 
before the cutting of rates began, and paid full prices for t 
transportation of themselves and their goods, find that their 
less forehanded competitors in business are now obtaining 
the same service from the railroads at a fraction of what 
they were compelled to pay. The merchant who procras- 
tinated about laying in his goods because he was lazy, or had 
not the money for what he bought, is enabled by the re- 


) |; ductions he obtains from the railroads to undersell his 


prompter neighbor. The farmers who sold their wheat be- 
fore rates were cut have the satisfaction of seeing those who 
waited till now to sell getting higher prices, since every re- 
duction iu freights isan addition to the interior price of 
wheat. 
No merchant, no grain shipper, no lumber dealer, no 
farmer, no one who has anything to buy or sell knows where 
| he stands as long as the managers of the contending corpora- 
' tions can exercise the prerogative of changing at any hour 
apy transportation tax as seems good to them. These man- 
agers not only change the rates for freight and passengers 
| fram hour to hour if they choose,.but they assume to say 
| that sume of the communities they.serve shall have the lower 
| rates and otbers shall net. Peaple at competitive points 
where two antagonistic railroads meet can, while the fuo 
| lasts, pay about what ihey choose for going to Chicago or 
| St, Paul or bringing goods from those _places, but persons in 
| the very next township who have but one raijroad are c m- 
is to continue to pay the old rates. Often they have to 
pay more, so that the collector of the transportation tax 
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may make out of them what he has lost by his concessions to 
their more lucky neigbbors, 

This power of capricious taxation, which not even the 
Czar of Russia could assume for twenty-four hours without 
creating a worse than Nihilistic revolution, is exercised by 
our reilroad managers at their owa discretion. They have 
seized it as one of the prerugatives of their crowns, and so 
far the public have submitted. Last year Mr. Vanderbilt, 
for purposes which are not yet understood, plunged the trunk 
lines into a war, which cost them at least $10,000,009, and 
cost the business and industry of the country a good dea] 
more, There is a novelty in the cause of the present contest 
in the Northwest, Competition in rates is the usual cause 
of irritation, but President Porter, of the Omaha road, de- 
clares that he bas begun this ry to prevent the St. Paul 
road from building any more of its lines into ‘‘his” territory 
to compete with * his ” road and divide ** his” busiress. That 
is, the private individuals who for their brief hour are the 
presiding ephemera of our transportation routes, claim as 
their prerogative not only the right to change transportation 
tax from day to day for some individuals and not for others, 
and for some communities and not for others, and the right 

_to keep what they call ‘‘their” territory as a monopoly, 
witkin whose limits no competition is to enter to serve 
“their” public, but, greatest of all, the right to settle by 
private war at public expense any questions that may arise 
between them and their rivals. _. 

(ne does not have to call himself a reformer or a political 
economist to see that this method of regulating the suppl 
of transportation and its terms to the demand is an ener. 
ingly costly one to the public. In his recent report the Rail- 
road Commissioner of Michigan states that the cost of rail- 
road freights has been reduced 50 ' cent. since 1873, but 
he might bave added that most of the important steps in 
this decline have been accompanied by struggles between 
the railroads so injurious to themselves and the public as to 
be equivalent to a series of industrial civil wars. It is of 
the highest importance that too many railroads be not built 
in this country. He is not a public beuefactor who makes 
two railroads grow where there was one before that did all 
the work, The railroad history of the world bears unvary- 
ing testimony to the fact that hopes of permanent competi- 
tion from parallel roads are never fulfilled. Compe- 
tition always runs, sooner or later, into combina- 
nation. d rates must be reduced, and ex- 
travagant railroad building must be checked, but 
it is intolerable that these public questions be settled by 
private war, originating in the whims and jealousies, 
the love of power, the private ambitions, or the stock-gam- 
bling enterprises of the fortuitous individuals who manage 
our railroads. From epoch to epoch railroad rates may be 
controlled by the “laws of trade” and the ‘‘forces of com- 
petition,” but every well-informed man knows how remote 
from all considerations of public policy, how mean and sin- 
ister the motives often are which determine railroad man- 
agement from day today. And we do not live by epochs, 
but by days. 

The free and easy days of our American development, when 
everybody could do as he pleased because there was room for 
everybody and no elbow need jostle any other, are passing 
away, The “boundless continent” has been about all platted 
out. Our society is stratifying; interests are beginning to 
conflict; perplexing problems of adjustment, from which 
Young America has been free, are inning to force them- 
selves on us; it begins to appear that it does not pay for the 
citizen to be too busy to defend his rights of person and 
property; we are coming like older countries to the days of 
small things. The joyous days of the old-fashioned railroad 
neg are drawing near the last. 

e bas got priceless charters for the asking, and has re- 
spected their obligations or not ashe chose. He has cut 
through city, town and country as he listed. He has built 
roads through the wilderness and manufactured bonds for 
Wall street at his own sweet will. He has poured millions 
of the people's money into worthless holes in the ground 
without let or hindrance from the society whose resources 
he was wasting. When the public frenzy for railroads has 
been particularly strong he has sold it water on the stipula- 
tion that he was to be paid for it every year thereafter the 
full price of milk. He has taken possession of the iron roads 

and rivers of commerce and collected tolls at discretion. At 
the caprice of anger or self-interest be ignores the sovereign- 
ty of the state and the existence of courts and arbitrators, 
and devastates *‘ his” territory by esa war with another 
king as jocund and independent as himself. 

A new figure is rising in our polity. though as yet he is a 
man without a shadow. It is the statesman who is to bring 
the rail)oad king within the pale of public control, who is 
to deprive him of the right of private combat, and compel 
him to submit to public tribunals questions which though 
they arise between one king and another, are really ques- 
tions of public rights and interests. America is the only 
civilized country in which the right of railroad kings to wage 
private war has not been taken away.—Chicago Tribune. 








An Englishman’s Opinion of American Railroad 


Wars. 





In the New York Evening Post of Dec. '7 appeared the 
following letter from Mr. John Taylor, which is well worth 
the attention of all who are interested in the credit of 
American railroads abroad : 


For the third time I have paid a visit to pene country 
and as I am about to sail I should like to place on recor 

some things I have observed. I have been West and South, 
and wherever I have been there has been but one note as to 
pee bey of the country, the enormous agriculturul 
products, the activity of trade, and the increase of popula- 
tion. One evidence of this prosperity is tobe seen in the 
extent of building operations West and East, and the char- 
acter of the houses, fitted only for people with good incomes. 
Another sign is the national exchequer bursting with the 
plethora of taxation. There is nothing abnormal iv this 
prosperity, but eyery sign that “to-morrow will be as this 
day and much more abundant.” Inthe midst of all this 
we are startled by a breakdown in the stock markets, as 
though the industries of the country had been suddenly 
blighted, and. war and famine were looming in the distance. 
No securities, whatever their merits, have escaped, and 
where an advance of 5or 10 per cent. was not unreason- 
ably looked for the fall has been of like extent. It is as 
though we were looking on a ship sailing over smooth 
seas under sunny skies and with favoring breezes, 
when suddenly the proud bark - settles down 
to the water’s edge and disappears from view. 
If we were witnesses of such a scene the natural con- 
clusion we should come to would be that the captain was a 
pirate, and had scuttled his — To leave metaphor, the 
all reason for this state of chaos is ‘‘the war of rates ” 
in Northwest: but a *‘ war of rates” comes not by “‘ the 
visitation of God,” but by the wilful act of man. As I move 
about on at aeocerpall business men, men of large’ ex- 
perience, of tion, men who never talk at ran- 
dom, there seems but one concurrent opinion : that this cut- 
ting of rates is a trick, a deliberately devised plan for 
breaking down the markets, and will continued just so long 
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as it may suit the purpose of those who are in the plot. By 
some the whole transaction is formulated with all its ante- 
cedents. I am not sayingit is so. Iam only recording 
what is deliberately and with emphasis asserted. The action 
is too felonious in character to have suggested itself to me. 
But the strangest thing about it is that all those who thus 
speak of it, speak of it as something that cannot, be helped. 
The press abounds in references to the same charge, but it is 
referred to as would be a plague of locusts or the east wind, 
as something that must be endured, and from which there is 
no escape. In England, if such an impression prevailed as I 
have heard expressed, the shareholders and the press would 
make it too hot for any management, however many shares 
they might control. But the wholesome supervision of 
shareholders over their property is a resource and a remedy 
not contemplated in this country. Well might Herbert 
Spencer exclaim against the patient endurance of evils 
which everybody admits. 

In your great Republic, so far as railway management is 
concerned, the sovereign people —that is, the shareholders— 
are nowhere. If the railway is prosperous, and pays divi- 
dends, they are expected to open: their mouths and shut 
their cyes, and take what is given; if there are no dividends, 
then they must shut both mouth and eyes, and if they do 
not hke it, the only way of escape offered is to sell their 
shares. I am ‘told you are too busy to look after these 
things, but you are no busier than we are iu the old coun- 
try. You can make money more quickly and easily than 
we can; while, as a rule, we have a greater number depen- 
dent on us. Our system of railway directors offers a better 
safeguard. Directors are chosen for two reasons—that they 
are large stockholders, and that they can give time to the 
management of the railway, for which they are paid. They 
are formed into sub-committees, and the executive is under 
their control. The executive of the Western roads especially 
has, I am told, almost unlimited power, unchecked by a di- 
rectorate, whose main object in obtaining office is to use 
that office for the purpose of speculation. 

Now, us regards this barbarous system of railway man- 
agemeut, known as “a war of rates,” I am told that this 
cannot be avoided, because of the great competition be- 
tween railway companies; but the competition in our 
small island is necessarily much closer than in your great 
country, and I feel confident that a war of rates is no more 
a necessity: than the carrying of revolvers and the shooting 
of newspaper editors. Both are uncivilized expedients, upon 
which your people ought to set their foot. The admission 
that a war of rates is a possible expedient is demoralizing to 
railway management. Can it be wondered at that there 
exists among the investing public of England a great preju- 
dice against American securities? At the present moment 
the amount held over for investment in Engiand is very 
large, as the price of English railway stocks is considered 
high, and this money would find its way into the American 
market if there existed a feeling of confidence in railway 
management. The price of the United States 3 per cents is 
on a par with the English 3 per cent. consols ; but English 
railway preference stocks command 20 per cent., and the 
ordinary stock or share capital 40 per cent. higher price 
than American railway stocks of similar character. This 
indifference is not so much a question of the different value 
in the two countries, as is shown by the price of United 
States and British threes, but is really a question of con- 
fidence, and this is a matter for great consideration. 

One other point in your financial system I find generally 
condemned, and that is the Government’s hoarding of 
money abstracted from the commerce and business of the 
country, which helps these raids.on the credit and prop- 
erty of the nation. The British Government keeps its 
banking account with the Bank of England in the same 
manner as a merchant, paying in all money received and 
drawing it out only as required, the Bank in the mean- 
time using the balance in their hands in the ordinary way 
of a banker’s business. The American mind is fertile in 
expedients, and it seems strange that no system of bank- 
ing bas been devised by which the money held by Gov- 
ernment should be made available for the purposes of legiti- 
mate trade. 
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The following is an index to the aunual reports of railroad 
companies which have been reviewed in previous numbers 
of the present volume of the Railroad Gazette: 
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Northeastern (South Carolina). 





This company owns a line from Charleston, S. C., to Flor- 
ence, 102 miles. The report is forthe year ending Sept. 30. 
The earnings for the year were as follows : 














1881-52. 1880-81. Inc. or Dec. P.¢. 

Freight. . . .$386,141 $333,686 I. $52,455 15.7 
ee . 146,053 128,883 I. 17,170 13.3 
PE innss! cease -- 28,035 22,190 I 5,845 26.6 
WO ios kets $560,229 $484,759 I. $75.470 15,6 
Ce ee reer 354,083 330,956 I. 28,127 7.0 
Net earnings... .$206,146 $153,803 I. $52,343 34.0 
Gross earp, per mile.. 5,492 4,753 I 738 15.6 
Net carn. per mile.... 2,021 1,508 I 513 34.0 
Per cent. of exps..... 63.21 68.27 D. 5.06 +00 


The increase in receipts over those of the preceding year 
is explained, mainly, by the larger volume of business con- 
trolled by the road, through its close connections with ad- 
joining roads, together with the improved facilities for hand- 
Tar it, and not from any material advance on previous 
rates. 

The operating expenses proper, say $354,083, have been 
heavier than usual, owing to the larger expenditures upon 
the permanent improvements of the roadway and its super- 
structures; besides these, there was expended for steel 1 ails, 
additional equipment, and further improvements at the 
Charleston terminus, the sum of $319,534. The preferred 
stock has been retired. 

To meet the floating obligations, held mostly by stock- 
holders who have advanced money for improvements, it is 
proposed that the company should create one general or 
consolidated mortgage to the extent of $18,000 per mile of 
its road, to cover an issue of $1,836,000 in 6 per cent. 
bonds, to mature Jan. 1, 1933. Of these bonds, $1,142,000 
would be reserved to meet that amount in the present out- 
standing first and second lien bonds of the company. due 
Jan. 1, 1899, the balance of $694,000 to be appropriated to 
the liquidation of the existing floating debt, and to such fur- 
ther uses and improvements as might hereafter be deemed 
necessary and expedient. 

At the recent annual meeting in Charleston the stockhold- 
ers authorized the issue of consolidated bonds as proposed, 


Wilmington & Weldon. 


This company owns a line from Weldon, N. C., to Wil- 

mington, 161.25 miles, with a branch from Rocky Mount to 
Tarboro, 17.75 miles, making 179 miles in all. The report 
is for the year ending Sept. 30. A branch from Halifax to 
Seotland Neck, 19 miles, was built during the year, but not 
opened for business until Oct. 1. 
» The equipment consists of 26 locomotives; 17 passenger, 
3 combination and 8 mail and baggage cars; 271 box, 10 
stock, 1385 flat and 7 caboose cars: 1 pay-car, 1 wrecking 
car and 2 bridge cars. 

The general account is as follows: 


EE avo alasdese bern coceocusnestasts ob.<obin devices tin $2,082,400.00 
BN ch a go lasak SHGEEON KAUSEAbacacnaas 6. aoeien 1,157 ,400.00 
Bills, accounts and balances.... .. ..-...00.----ee0ee 112,115 96 
IID aia seth ng (obsascesc. Ann sabaweanwe 546,917.38 
Ee re eee SOC L a ee $3,898,833.34 

Road and equipment.... ... ........00 $3,425,325.37 

Wilmington Bridge stock..... ......... 10,000.00 

Cash and accounts receivable.......... 463,507.97 
— 3,898,833.34 








The funded debt consists of $221,400 sterling 7 per cent. 
bonds, due 1886, and $936,000 gold 7 per cent bonds, due 
1896. The company holds $462,000 additional bonds of the 
last-named issue, making total amount authorized $1,- 
898,000. 

There were carried last year 32,874 through and 132,382 
way passengers, a totalof 165,256, being an increase of 
40.868, or 33 percent. The locomotive mileage was as 











foliows: 
1881-82. 1880-81. Inc. or Dec. P.c. 
Passenger.... ..-. 802,125 305,325 D. 3,200 1.0 
Seer 246,529 228,125 2 18,404 8.0 
Switching and service. 66,924 66,625 I 299 0.4 
nett uceewseuann 615,578 600,075 5. 15,503 2.6 
Av. miles per engine.. 25,649 25,003  & 646 2.6 


Cost per mile run.... 13.11. cts. 11.33 cts. I. 1.78cts. 14, 

Cost of locomotive service was increased by higher 
labor and materials. Two new heavy pas- 
senger engines were bought during the year, but were not 
delivered until its close. Two more of the same class are 
needed. The Wilmington shops built 50 box cars for the 
road, besides 50 for the Wilmington, Columbia & Augusta 
and 50 for the Northeastern road. 

The earnings for = year were as follows: 





8 1-82. 1880-81. Inc. or Dec. P.e. 
Freight...... .. . .. $429,937 $449,914 D. $19,977 4.4 
ee 251,831 210,912 ss 40,919 19,4 
FR SOs «hk ocivcviccse 102,022 90,091  & 11,931 13.2 
A eee $783,790 $750.917 I. $32,873 4.4 
ee eee 574,318 447,084 I. 127,234 28.5 
Net earnings....... $209,472 $303,833 D. $94,361 33.0 
Gross earn. per mile. 4,379 4,195 I. 184 4.4 
Net si <a 1,170 1,697 D. 527 33.0 
Per cent. of exps..... 73.27 59.50 ~=—siT. 13.77 


Expenses include $121,749.26 for improvements of pro- 
rty and new equipment, the chief items being new ware- 
ouses and the repair shops at Wilmington. 

The income account was as follows : 





pe Se he: reer eree rere reer $311,656.17 
Earnings.....- . ... Gib, mau lbate Meese sina) telledinlclte 783,790.27 
Miscellaneous receipts, premium, etc.... .........- 52,494.24 
TO I ccs ceos 3° Seee estVeces cciedce.weees 626,200.00 
Increase Of floating Gedt.............ccccceseccsccccees 12,117.23 
ies Gi vec kde ic 00s 0e 460nnde Sentra $1.786,257.91 
TT ee $574,318.30 
Sundry accounts.........-... pas eae nana 6.231.35 
Bonded debt reduced. . ............ 461,700.00 
Scotland Neck Branch............. «.++. 79,950.58 
FRGCTORS POET o050.ccccccciccces ccccccccece 94,508.77 
Dividends, 6 per cent... . ........ ...eee 106,041.00 
—-——_ 1,322,749.94 
Assets, Oct. 1, 1882 .........0. secoeeee covcves $463,507.97 


During the year 1,795 tons of steel rails and 88,550 new 
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ties were putin the track. Two new iron bridges were put 
uo and two new water stations built. The Scotland Neck 
Branch was completed and laid with 40-Ibs. steel rails. 

New sleeping cars for the Atlantic Coast hne have been 
contracted for. Several improvements on the road have 
been begun, to be completed during the current year. 





Eastern. 


This company’s report is for the year ending Sept. 30, 
1882, at the close of which the road worked was as follows: 








Boston to N. H. line, owned. . 
Eastern in N. H., leased..... .......-... 
Portland, Saco & Portsmouth, leased 


Total main line, Boston to Portland....... .... ...... 
Portsmouth, Great Falls & Conway, leased 
E'even branches owned. 
Four branches leased. . 


There was no change in the mileage during the year. 
There are 37.88 miles of second track and 90.60 miles of 
sidings, making 411.94 miles of track in all, of which 
177.73 miles are laid with steel. 

The equipment consists of 102 locomotives and 2 spare 
tenders; 171 passenger, 1 parlor and 44 baggage, mail and 
express cars; 1.001 box, 1,013 flat and 30 caboose cars: 1 
directors’ car, 127 service cars and 23 snow-plows. 

The balance sheet is as follows: 

, SEER Rt OE ERE «+. $4,997,600.00 


i ER Le Pro esine st tier, 5 2 Sei 13,624,005.50 

PRIN TINN 6.5 310: «nnn caatelhs alain Siedbte iemiaenah 684,300.00 

Bills, accounts and balances........ 2 .......ceeceee 728,609.95 
| ee errs ee $20,034,515.45 

Road and equipment.... ............ $8,812,823.14 

Real estate, stock and bonds....... .. 1,353,957.81 

Cash and cash assets....... ....sseee0- 780,081.54 

pe rear foe e 9,087 ,652.96 


—_———_ 20,034,515.45 
The funded debt consists of $10,355,000 currency certifi- 
cxtes of indebtedness; $3,070,274.85 sterling certificates of 
indebtedness; $330.65 scrip and $4,000 coupen notes, con- 
vertible into certificates; $194,400 Essex Railroad bonds; 
total, $13,624,005.50. The certificates of indebtedness are 
secured by mortgage on the property, being in effect first- 
mortgage bonds, except ou the few miles covered by the 
Essex bonds. 
The traffic for the year was as follows: 
1 








Train miles: 881-82. 1880-81. Inc. or Der. P.c 
PassOnger.........5..05 1,296,988 1,222,152 I. 74,836 6.1 
are 665,775 I. 53,034 6.0 
Service and switching. 557,396 479,561 I. 77,835 16.2 

Total........ ........ 2,573,193 2,367,488 I. 205,705 8.7 

Car miles 
Pass.-train cars........ 5,628,735 5,295,487 I. 333,248 6.3 
Freight cars.... .. . 13,493,693 12,444,238 I. 1,039,455 12.3 
Passengers carried.... 6,604,087 5,795,150 I. 808,937 14.0 
Passenger-miles ......93,871,712 83.411,100 I, 10,480,612 12.5 
Tons freight carried... 1,257,699 1,124,286 I. 133,413 11.9 
Ton-miles..... ........68,479,129 63,099,873 I. 5,379,256 8.5 

Av. train load: 

Passengers, No ee 72 74 Dz 2 2.7 
Freight, tons ......... 95 a epee joke 

Av. receip!s: 

Per pass. miJe.... .. . L.&8lcts. 1.931 cts. D. 0.050 ct. 2. 
Per ton-mile...... . ao = 2.058 “ D. 0.023 * 1.7 


The gross earnings per revenue train-mile were 168.8 
cents; net, 55.1 cents. Motive power cost 23.95 cents per 
milerun. Of the freight car mileage 78.7 per cent. was of 
loaded cars. The average rate for through passengers was 
1.512 cents; local, 2 433; season tickets, 0. 828 cent. The 
average rate per ton-mile through was 1.169; local, 2.548 











cents. 
The earnings for the year were as follows: 
1881-82. 1880-81. Inc. or Dec. P.c. 
Passenger dep’t....... $1,903,857 $1,732,351 I. $171,506 9.9 
Freight ‘“ ....... 1,393,696 1,29%448 I. 95.248 7.3 
Miscellaneous 105,525 63,475 IL. 42,050 56.2 
Total... . ..++.$3,403,078 $3,094,274 I. $208,804 10.0 
I a's «aw vacances 2,292,968 1,969,673 I. 323,295 16.4 
Net earnings....... ..$1,110,110 $1,124,601 D. $14,491 1.3 
Gross earn. per mile.... 12.005 10,916 I. 1,089 10.0 
+“ te Pg es 3,916 3,967 D. 51 13 
Per cent. of exps .... 67.3 63.65 I. 3.73 ; 


The expenses were increased by large renewals and addi- 
tions to property, which were all charged to expense ac- 
count. These included 19 passenger cars, 117 freight cars 
and three new locomotives. 

During the year 1,531 tons new steel and 430 tons of new 
iron rails were luid, making 177.73 miles of steel now in the 
track. . 

The result of the year was as follows : 


Net earnings... ...... - $1,110,109.67 











Interest......... , $674,438.72 
Rentals.... ... 218,329.99 
-—— 892,768.71 
Surplus for the year... 2.5. 2 saesesessedesss $217.340.96 
Increase in value of Maine Central stock.. ......... 358,145.17 
Port., Bangor & Mt. Desert 8. 8. stock........ ..... 7,676.56 
WE csibkusacac cucg abateeie eee tt aaeetee $583,162.69 
Accounts charged off................. $3,119 95 
Debit balance, Sept. 30, 1881........ 9,667,695 .70 


—_—————_ 9, 670,815.65 
-- $9,087,652.96 
From the surplus earnings fur the year above, there was 
expended for improvements of road, including new equip- 
ment, vew signals, new freight yards, etc., the sum of $18],- 
588.14, leaviog a balance of $35,802.82 unexpended. 

Tbe President’s report says: ‘During the year 55,530 
ties and 183,349 feet of other timber have been kyanized at 
our Portsmouth works at a cost of about $2.32 per thousand 
feet. It is believed the process will materially add to the 
life of the material and eventually lead to a large reduction 
in item of expense of ties and other exposed timber. 

‘*‘ It has been the policy of the management to stimulate 
the growth of the passenger traffic, devoting special atten- 
tion to the local and suburban business by giving the public 
increased accommodations in both the number and of 
pessenger trains and in new equipment of cars and locomo- 

ives. 

‘The figures appended may serve to indicate the satisfac- 
tory result of this policy as shown by the increase of traffic 
and earnings, 

‘“* The miles run by passenger trains have increased from 
1,084,615 in 1878-79 to 1,859,704 in 1881-82, an increase 
of 25 per cent., whereas the number of passengers carried 
has increased in the same time 2,069,339 passengers, a gain 
of 46 per cent.; and the passenger earnings have increased 
from $1,451,857 in 1878-79 to $1,903,856 in 1881-82, a 
gain of $451,990, or 31 per cent. 

_ ‘The freight traffic has also largeiy increased, the earn- 
ings of the past year being $405,651 in excess of those of 
1878-79, a gain of 41 per cent. 

“The heavy ouday for expenses necessitated by this in- 
creased traffic has been more than provided for by the earn- 
ings, and the net earnings of 1881-82 show a gain of nearly 
12 per cent. as compared with those of 1878-79, 


Debit balance, Sept. 30, 1882... 





‘“‘ The improvement in the financial condition of the com- 
pany is also a marked one, as may be seen by reference to 
the general balance sheet ef Sept. 20, 1882 : 

The immediate cash assets, exclusive of investments, 


Gah a Shasaede. cus chbsimhed sechicn conn eebresnion $780,081.54 
The current floating debt for traffic balances, accrued 

interest, etc., ihntedins ints oxetehtodt sex bicdew4xaie> a 728,609.95 

Making a net cash asset of...... © ......-..220-05 $51,471.59 


“Tt is the pleasant duty of the board to again express 
their appreciation of the fidelity of the heads of the depart- 


ments and the employés generally to the interests of the 
corporation.” 


New York & New England. 


This company works a main line from Boston to the Hud- 
son River opposite Newburg, N. Y., 228.56 miles, of which 
11.02 miles are leased from the Newburg, Dutchess & Con- 
necticut It owns branches from Providence, R. I., to Willi- 
mantic, Conn,, 58.50 miles; Brookline, Mass,, to Woon- 
socket, 33.75 miles, and six shorter branches, 23.37 miles in 
all. It leasés branches from Franklin, Mass., to Valley 
Falls, R. L., 18,60 miles; Vernon, Conn., to Rcckville, 4.40 
miles, and East Hartford, Conn., to Springfield, Mass., with 
branch, 36.90 miles. This is a total of .16 miles owned 
and 65.52 leased, 398.68 miles in all, It also leases the Nor- 
wich & Worcester road, 66.40 miles, but its earnings are 
we A sma in the report, whichis for the year ending 

pt. > 

The equipment consists of 117 locomotives; 135 passenger, 
1 parlor and 37 baggage, mail and express cars; 1,496 box, 
83 stock; 458 flat, 1,019 coal and 40 caboose cars; 1 direc- 
tors’ car, 6 miscellaneous cars and 377 dump cars. This 
includes 16 locomotives, 300 box cars and coal cars 
owned by car trusts. 


The general account is as follows : 


ia ndwab eas dabeeiite ts cccadeu i aabseesteodhs ies $20,000,000.00 
SS SPE Leabnaeunitae ns. a aawal sate 11,742,000.00 
Due on notes and 1,734,422.06 
Accounts and 837,401.16 
PRE ec casnc so icascciend<) seaubineaens weene 930,543.19 

a aT ee ee Se nee: $35,244,376.41 
Road and equipment 
a ere 
Accounts and balance 
— state stock subscription 

TREY COS Se re 
$35,244,376.41 





The amount of stock is that of the Berdell bonds for which 
stock was to be issued. Of these $16,502,000 have been 
coesely oma and the stock issued, leaving 33,498,000 
still to be exchanged. 

The bonded debt consists of $6,000,000 first-mortgage 7 
per cent. bonds. $4,000,000 first-mortgage 6 per cent. 
bonds, and $1,742,000 second-mortgage 6 per cent. bonds 
issued for purchase of state stocks as noted below. 

The traffic for the year was as follows: 





Train-miles; 1881-82 1880-81, Inc. or Dec. P.c. 
Passenger........... ,297,838 1,225,194 L 72,644 5.9 
Freight........... 0. 926,074 670,388 1. 255,686 38.1 
ee 55,529 52,301 I. 3,228 6.2 

ee 2,279,441 1,947,883 I 331,558 17.0 
Car-miles: 
I Ae in OS) oe Sa eRe ne F 
| | ee 17,820,696 12,012,800 I. 5,807,896 48.0 
Passengers carried.. 4,536,082 3,793,180 I. 742,902 19.6 
Passenger-miles..... 55,853,672 46,738,566 I. 9,115,106 19.5 
Tons freight carried. 1,629,471 1,223,413 I. -406,058 33.2 
Ton-miles........... 111,7 66,638,657 I. 45,144,271 67.7 

Av. train load; 

Passengers, No...... 43 37 iL 6 16.0 

Freight, tons....... 102 96 I. 6 6.0 
Av. receipt: 

Per —— pwssens 2.090 cts. 2.200 cts. D. 1.110 5.0 

SR 0.410 * 0.360 “ I. 0050 “ 14 

Per ton-mile itm * 2.201 “ D. 0.429 * 195 

PR. osedcndhese 0.400 * 0.651 “ D. 0.251 * 38.6 


The tonnage of company freight (included above) was 
107,097 ; ton miles, 8,114,275, against 46,618 tons and 
2,075,972 ton-miles the previous year. 

During the. year there were 2,978 ger cars and 
76,785 freight cars transferred to and from Jersey City, and 
34,006 freight cars transferred at Newburg. 

The earnings for the year were as follows: 














1881-82. 1880-81. Inc.orDec. P.c 
0 ee $1,837,890 $1,420,758 I. $417,132 29.3 
Passengers ........ 1,171.623 3,029,586 I. 142,037 13.7 
Mail and express...... 136,374 106,436 L 29,938 28.2 
Miscellaneous ........ 156,902 135,594 I. 21,308 15.7 
| ae $3,302,789  $2,69%.374 I. $610,415 22.6 
Expenses............- 2'359,616 1,841,498 I. 518.118 28.1 
Net earnings... ... $943,173 $850,876 I. $92,297 10.8 
Gross earn. per mile.. 8,692 8,276 5 421 5.1 
Net - 2 ae 2,482 2,614 D. 132 «(5.1 
Per cent. of exps..... 71.44 68.40 I. ae 


The average mileage worked was 380.12 miles last year, 
against 325.56 miles the previous year. 

Renewals included 3,511 tons steel rails, 490 tons rerolled 
iron rails and 165,608 new ties. There are now only 5.29 
miles of iron in the main line, and this will soon be replaced 
with steel. 

The result of the year was as follows: 


Excess of earnings over operating expenses... ... $943,173.46 
In. from other sources, including premium on bonds 
GUE: Sasienns 04cdeccesas cospebsnnes. abeeneseonn eones 152,169.31 


$1,095,342.77 
et nba sgimenunns. quenntinlanl $117,916.81 


DINING, ikncs.  -uemehhGanqantereveee 10.486.5% 
interest on funded indebtedness ....... 50.836.28 
Interest on floating debt.......... ..... 77,209.40 
Rent of other roads.... ........ souwaneeo 74,965.90 
Boston grain elevator expenses.... ..... 2,704.23 
Worthless accounts.......... 0 ..-++--+++ 1,023.35 





_ 335,042.50 
Available net earnings ...... ..-. --+ ++ ceeseseee eens $760,300.27 
Interest on first-mortgage bonds... . ...$645,746.00 
Int. on second-mortgage ‘bonds, two 
TROMERG.. cccrccecnscnedonccce ovscceenss 7,420.00 
— 663,166.00 
Surplus for the year .....+.-+esseeeeeeeseeeeees $97,134.27 


In addition to the earnings as shown, the compan - 
ceived for a portionof its Hartford grounds $69.879.81, 
which sum was credited to property account, and bas been 
expended in improvements at other points on the road. The 
revenue from local freight business increased 26. 15 per cent. 
and frum foreign a. business 31.58 per cent.,an ave 
of 29 36 per cent. The passenger revenues increased 16.01 
per cent. from local and 8.5 per cent. from foreign business, 
an average of 13.42 percent. The coal tonnage increased 
from 193,944 tons in 1881 to 274,335 tons in 1882, or 41.45 

er cent. 
j In January last, connection was made with the NewYork, 
Luke Erie & Western Railroad, at Newburg, by the trans- 
fer steamer, ‘ William T. Hart,” carrying 24 cars, and 
costing $176,995.95; and business was thereby immediately 
opened with that road and its connections. ’ : 

The report refers to the increase of the through freight busi- 


, Ress of the road, and of the necessity for holding back certain 
classes of freight in November until additional sidings and 
ards that were under wav could be completed. It says 
t ‘‘ These sidings could not be built until after the sale of 
the state's stock in August. Since that time 23 miles of 
siding and yard tracks have been completed at different 
points, while 11.(1 miles are now under construction and 
will soon be completed. The management feels confiient 
that, when these are ready for use, it will be able to transact 
promptly all the business that is offered ; but it is clearly of 
the opinion that the business of the road cannot be done in 
the best manner without the double-tracking throughout its 
whole ry not without a double track from 
Boston to Hartford. he directors therefore have resolved 
to continue this work so long as the available means on hand 
will allow, and as second-mortgage bonds can-be ad- 
vantageously disposed of for this purpose. During the P hand 
the double track was extended and put into operation from 
Walpole to Franklin, a distance of 8 miles; and between 
Hartford and Burnside, a distance of 2.6 miles; and con- 
tracts have been let for its extension from Franklin to 
Blackstone, 9 miles; from Burnside to Vernon at the junc- 
tion of the Rockville Branch, 8.2 miles; and from Hariford 
to Newington, a distance of 5 miles. It is proposed to let 
the contract for the extension from Putnam to Willimantic, 
24.6 miles at an early day. The completion of these sec- 
tions will give the company 78,4 miles of double track. Of 
the 23 miles of sidings added during the year, 5 miles will 
constitute a portion of the main line when the double track 
is extended. 

The permanent improvements made during the year include 
the completion of the extension of the road from Brewsters to 
Fishkill; extension of the double track from Walpole to 
Franklin and Hartford to Burnside; completion of the 
elevator and new ware and freight houses at the Boston ter- 
minus; the filling of a large area on the South Buston flats; 
the completion of a new freight house at Hartford and two 
new shops at Norwood; the purchase and laying-out of a 
large transfer yard at East Hartford, and many other im- 
provements at local points on the road. The ance due 
the state under the contract for the purchase of the 50-acre 
tract of South Boston flats has been in controversy for 
several years ; but a compromise has been effected, by which 
it is agreed that the sum due the state is $100,000. ‘Ibis 
amount the company is to pay in 10 years, with interest at 
5 per cent. from the date of the agreement : a deduction to 
be made if Northern avenue is ever laid out across the terri- 
tory to be conveyed. The papers, however, in this settle- 
ment have not yet been . _Theincrease in business the 
past year required a corresponding increase in its equip- 
Tuent ; and it was decided to purchase this through what is 
known as the New England Car Trust, an association 
formed for the purpose of purchasing cars to be leased to the 
railroad company ata fair rental. The railroad company 
agrees to pay a rental of 6 per cent on the cost of the equip- 
ment, and to pay for the rolling-stock itself in 10 yearly in- 
stallments of 10 per cent each. Experience shows that the 
mileage earnings of these cars will be sufficient to pay the 
interest and principal due the Car Trust as they fall due. 

The necessities for better facilities in Providence have long 
been felt ; but, owing to legal complications in that city 
(now fortunately nearly removed), the company has not 
been able to varry vut the improvements it desired to make. 
Pending a definite settlement of the disputed questions, the 
company bas petitioned the city government for the tempo- 
rary occupancy of such territory as it actually needs, agree- 
ing to pay the city a proper compensation for such use, but 
neither party epee es J of its rights by such occupation. 
This the city will probably grant. 

Although this company bas had the actual possession since 
1878 of that part of its property in Rhode Island, formerly 
known as the Hartford, Providence & Fishkill Railroad, it 
has not had a complete title to the property during all that 
time. The trustees under the mortgage made by the Hart- 
ford, Providence & Fisbkill have received a rental, and now 
have in their hands about $90,000 belonging to this com- 
pany, tv be paid over to it as soon as the question of com- 
—— of the trustees is disposed of, which will probably 

at anearly date. ‘ 

Reference is made in the closing portions of the report to 
the sale to the Boston & Albany of that part of the Woon- 
socket Division between Brookline and Newton Highlands, 
about 5.3 miles in length, for $415,000, the price determined 
by Commissioner Albert Fink, to whom the question of 
valuation was referred; and it is stated that when this 
money is received by the company it will be expended in 
the extension of the double track. The sale of the state’s 
stock in the road to the company is also recorded. The fact 
is recalled that in connection with the autbority to sell, the 
legislatures of Massachusetts, Rhode Island and Connecticut 
authurized the making of a second mortgage on the road, 
and the issue of bonds thereunder, to the amount of $5,000, - 
000. The state of Massachuseits agreed to sell its 34,750 
shares of stock for 50 cents on the dollar, and to receive in 
exchange therefor second mortgage bonds at par. It was 
also provided by the act that the New York & New 
England stockholders should have the right to take 
this stock in the proportion of the number of shares held by 
each, ying therefor $50 per share. The stockholders 
availed themselves of this privilege, and bought 33,830 
shares of the stock, leaving only 920 shares in the possession 
of the company, to be disposed of by the directors. The 
stock subscribed for is now in the process of transfer from 
the state to the stockholders, it never having come into the 
actual possession of the company. The result of this sale 
was equivalent to the sale of $1,737,000 of the second-mort- 
gage bonds of the company at par. The proceeds of this 
sale, and also of five bonds in addition sold at par, have been 
and are being used to pay the floating debt of the company, 
and for making permanent improvements on the line of the 


The outstanding unsecured notes of the company, Sept. 
80, 1882, amounted to $422,900. ese notes have since 
been reduced to $80,000, not yet due, but which will be 


a wy at maturity from funds in the hands of the treasurer. 


he last payment is due Feb. 8, 1883, and after that time 
the compan will have no floating debt. At the 
close of the last fiseul year, if the company 
had received from the subsc.ibers for the state’s 
stock the amount of their subscriptions, and bad paid 
therefrom its entire unsecure floating debt, it would have 
had in its possession available for making permanent im- 
provements during the current year funds to the amount of 
$250,000; due from the trustees under the Hartford, Provi- 
dence & Fisbkill mortgage. about $75,000; amount since 
awarded for that }.ortion of Woonsocket Division to be sold 
to the Boston & Albany, $415,000; total, $740,000. It also 
bas on hand unissued 3,258 of its second mortgage bonds, 
which at par would amount to $3,258,00U; making the 
means of the company available for permanent improve- 
ments $3,998,000. When the improvements which the ex- 
penditure of this amount will pay for are completed, this 
company will have mortgages on its property to the amount 
of $15,000,000, the annual interest’ on which will amount 
to about $1,000,000. The directors are confident that, after 
these improvements are ready for use, the property will 
earn not only enough to pay this interest, but also regular 
dividends on its entire capital stock. 
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EDITORIAL ANNOUNCEMENTS. 





Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to Tak RatLRoAD GazETTE. Communica- 
tions for the attention of the Editors should be addressed 
EprrorR RAILROAD GAZETTE. : 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
tmporiant improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subject 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
pecially annual reports, some notice of all of which will 
be published 





Advertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umMNs We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage 








STANDARD SCREW-THREADS. 


Probably very few persons, excepting those who 
have been directly and actively interested in the mat- 
ter of having a common standard system of screw- 
threads adopted generally, have any idea of the difti- 
culties which have been encountered in prosecuting 
that work. A brief history of these difficulties was 
given in the report made by a committee to the Master 
Car-Builders’ Association at the meeting held last 
June.* The membersof the original committee of the 
Franklin Institute, who years ago recommended the 








Sellers system of screw-threads, evidently ceased their | 
efforts after making their report. They seemed to| 
regard the duty delegated to them to be that of erect-| 
ing a signboard to indicate what should bedone. Un- | 
fortunately, however, few important reforms can be 
effected in this way. To induce large numbers of 
people to do a certain thing, or adopt any given! 
course of action, it is not enough to show that what is 
proposed is wise and right, but various expedients 
must be resorted to to persuade, to convince, and to 
compel them to adopt the reformatory measure. The 
mere dissemination of the required information which 
will enable a large number of people, scattered over a 
great extent of territory, to understand such a subject 
as that of a standard system of screw-threads is very 
difficult. To communicate the required knowledge 
it is not sufficient! to publish it in the technical news- 
papers, to announce it by circulars, to describe it in 
books, or to formulate it in reports. <A large propor- 
tion of the people to whom such information should 
be communicated do not read technical newspapers, 
they will not pay any attention to circulars, books 
they abhor, and they are not able to understand re- 
ports. Notwithstanding all the discussion, both in 
print and at the various conventions of railroad 
officers, of the subject of standard screw-threads, we 
venture the assertion that not half of the master | 
mechanics and master car-builders in the country | 
could tell what the essential features of the Sellers | 
or Franklin Institute standard system of screw-threads | 
are—that is, they do not know what the true diam- | 
eter, the pitch, or the form of threads must be to con- | 
form to the standard, and they would not know where | 
to look to find out. In one case we have learned that a | 
master mechanic ordered the Sellers standard taps | 
and dies of a manufacturer, and the order was filled 
with tools having a sharp V thread. The purchaser 
knew s0 little of the peculiarities of the standard sys- 
tem of screw-threads that he accepted what the man- 
ufacturer sent and was then surprised that the nuts 
and bolts would not interchange with those of otner 
makers. The Pratt & Whitney Company and other 
manufacturers of taps and dies state that they are | 
constantly receiving orders from railroad companies | 











* See Railroad Gazette of June 7, 1882. 


| taken. 


mittee which reported on this subject to the Master 
Car-Builders’ Association did all it could to disabuse 
the minds of the members of that Association, at 
least, of the error of that practice. That committee 
among other things reported: 

““The committee wish to impress upon this Association 
that a specific diameter of the screw is an essential feature 
of the Sellers system. A screw with a Sellers thread must 
be of one of the diameters givenin the table. There are no 
other sizes in the system, excepting some larger than those 
given, which are not used in car construction. There is no 
such thing, for example, as a Sellers screw }j in. in diam- 
etzr. That size is not recognized and has no existence in 
the system, and if ascrew is made, as is often done, %4 in. in 
diameter ‘ta sixty-fourth” or .“‘a thirty-second” large, it 
ceases to be a Seilers screw. Uniformity in diameter is as 
essential to interchangeability as uniformity inthe number 
of threads per inch or the shape of the tbreads, and the im- 
portance of maintaining the former cannot be too str mngly 
urged on this Association. _ Just as soon as the practice is 
introduced of making screw threads ‘“‘over size,” or a tbirty- 
second or sixty-fourth large, interchanzeabiiity of bolts aud 
nuts becomes impossible, If the Sellers standard is adopted 
no screws should be tolerated which are a fraction of an inch 
larger or smaller than the diameter specifi-d for that sys- 
tem.” 

After the report was read the Car-Builders’ Associa- 
tion adopted the following resolution: 


‘** That this Association deprecates the use of screws larger 
or smalier in diameter by a small fraction of an inch than 
the sizes specified for the Sellers or Franklin Institute sys- 
tem; and that all its members are urged to abandon entirely 
the use of over or under-size screws.” 

Notwithstanding the reiteration of this injunction 
so often, quite recently one of the largest car manu- 
facturing companies in the country, if not the largest, 
and one which is controlled by the most enterprising, 
skillful and intelligent management, ordered a set of 
taps of the Franklin Institute standard * a sixty-fourth 
large.” This order it was induced, however, to mod- 
ify, and to take taps of the standard diameters. 

This long prelude has been written to show how 
very difficult it is, in effecting a reform like this, 
simply to disseminate and communicate the required 
information, which will induce those people who 
should do so to adopt a standard of this kind. To do 
this the recommendation must be reiterated and re- 
peated over and over again. It must be presented and 
reflected at various angles, so that it will be observed 
even by the dead stare of dullness, and it must also be 
whispered gently so as not to excite a spirit of con- 
trariety, which is so strong in some characters. It 
was said of some skeptic that he disbelieved the Chris- 
tian religion because he did not invent it himself, 
For the same reason, some master mechanics and car- 
builders will not adopt the Sellers standard system of 
screw-threads. Whatever there is of truth in the ob- 
servation that the natural condition of mankind is a 
state of war is illustrated in the propensity which is 
so common among many people to resist anything like 
concurrence with others. Argument and reasoning 
have little influence with some of them. It is enough 
for them to know that there is a request for co-opera- 
tion. They dissent because they feel themselves to be 
superior to everybody else, and concurrence with 
others would imply equality, and their vanity suggests 
to them that dissent indicates pre-eminence. There 
is a converse characteristic in human nature, which 
prevents persons from adopting any ideas or course of 
action until they are sure that a majority holds such 
opinions. Such people will never knowingly take the 
risk of being on the weak side of any issue. 

Owing to the prevalence of characteristics such as 
have been pointed out, it is nearly always the lot of 
those who undertake to carry outany reform that they 
must have much patience and persistence, with more 
or less skill and ingenuity in taking advantage of the 
opportunities which offer and the peculiarities and 
weaknesses, possibly, of those who must be convinced, 
but at the same time they must be ready to use such 
authority and influence of a mandatory character as 
events may throw into their hands. 

This is not an imaginary picture which has been 
drawn, but it has been the experience of those who 
for years past have earnestly endeavored to bring 
about the adoption of a uniform standard of screw- 
threads in the construction of railroad machinery and 
rolling-stock. 

The mechanical difficulties which have also stood 
in the way of the general adoption of a uniform or 
interchangeable system of screw-threads were also 


very great. Happily these have been overcome 


| through the enterprise, the skill and the liberality of 
|the Pratt & Whitney Company of Hartford, and 


through them the Master Car-Builders’ Association 
has been able to procure a standard set of gauges, on 
the accuracy of which the most implicit reliance may 
be placed. There is, however, still one step to be 
The Frarklin Institute years ago took what 
may be called the legislative step and formulated 
what the standard system of screw-threads should be. 
The Pratt & Whitney Company then assumed judicial 


' functions, and decided by actual and precise measure- 


SING | for such tools ‘“‘a thirty-second large.” The com- | ments what that system is. 


| 





But the executive part 
of the reform is not yet adequately provided for. To 
illustrate this let it be supposed that a railroad com - 
pany is disposed to adopt the Sellers system of screw- 
threads. There are at present no convenient means 
which a master mechanic can employ and which will 
enable him to be certain that the screw-threads con- 
form with sufficient accuracy to the standard. They 
may, it is true, order taps and dies of the Pratt & 
Whitney Company, with very great confidence that 
they will be right; but quite naturally some com- 
panies say, we do not wish to give a monopoly of this 
business to one firm or company. We want to buy 
taps and dies in the open market, and we want some 
ready means of knowing whether they are made 
with such precision that the interchangeability of 
bolts and nuts will be maintained. It is true that the 
Car-Builders’ Association has provided itself with a 
set of screw-gauges to be used as a standard of final 
reference, but it is impracticable to refer to these in 
the inspection of every lot of taps and dies received 
by the various railroad companies in the country. 

It is also true that the Pratt & Whitney Company 
is prepared to furnish duplicate gauges of this kind, 
but even then there comes up the question how near 
to the gauges taps and dies must conform. Every 
good practical mechanic knows that absolute precision 
is unattainable, and, therefure, in the inspection of 
such tools it will be necessary to determine how much 
difference is allowable. 

The same thing is true of bar iron. For along time 
it has been the practice of rolling mills toe roll round 
iron over-size. That is, a %in. bar would be 4% or 2§ 
in diameter, instead of #3 and 34=% in. The reason 
for this practice probably was that the manufacturers 
found that by doing so they sold more pounds of iron. 
At any rate, instead of resisting the practice of the 
manufacturers, and to avoid cutting off the superflu- 
ous metal with the screw-cutting dies, the master 
mechanics and car-builders made their taps and dies 
of larger diameter, to suit the over-size of the iron. 

With the introduction of the standard system of 
screw-threads it has been found necessary to resist 
the practice of the iron makers in furnishing over- 
size bars, but here the same difficulty came up that 
is found in inspecting taps and dies, that is, to know 
how much variation in the diameter of bar iron is 
permissible. Should it be 1-100 or ,4 of an inch, or 
half or double these amounts? Without some posi- 
tive rule for receiving or rejecting iron it is evident 
that what one man might accept another would re- 
ject. It is therefore proposed to establish a limit- 
gauge for inspecting iron. This will consist of a 
plate with two openings for each size of iron 
similar to those in an ordinary’ wire-gauge. 
One of these openings will be made say j), 
in. smaller than the standard size, and the 
other ;}, in. larger. It will then be specified that all 
bar iron shall enter the one gauge, but not enter the 
other. This will supply a positive means of inspecting 
such material which will be certain and will leave no 
room for question as to what should or should not be 
accepted. The amount of allowable difference in bar 
iron will be one of the questions to be discussed at the 
meeting of the Car-Builders’ Club. 

The Pratt & Whitney Company has also promised to 
submit specimens of screw limit-gauges. These, we 
believe, are to consist of two screw plugs for each size 
of screw. One of these is to be a small fraction of an 
inch larger than the standard size and the other the 
same fractionsmaller. Having such gauges a master 
car-builder on receiving a lot of taps would simply cut 
a sample nut with each one and then try it on the 
limit gauges. If it will screw onthe large gauge the tap 
is too large; if it willnot screw on the small one it is too 
small. With such gauges it obviously will be easy to 
maintain a standard system of screw-threads with a 
sufficient degree of precision to make bolts and nuts 
interchangeable, and that is all that need be aimed at. 





RATES, TONNAGE AND EARNINGS, 


There have recently been issued from Mr. Fink’s 
office, compiled by the General Agent, Mr. H. C. 
Blye, diagrams showing the course, from month to 
month, of the tonnage of the through shipments 
eastward from Chicago since 1878, of the rates, and 
of the gross earnings. The tonnage is that which we 
report weekly. and more at length monthly, including 
all freight which passes over the whole length of the 
several roads from Chicago to or teyond the western 
termini of the trunk lines—to Toronto, Suspension 
Bridge, Buffalo, Salamanca, Pittsburgh, Wheeling 
and Parkersburg, or to points further east, whether 
shipped at Chicago or at points further west but pass- 
ing through Chicago. Though during a great part of 
the time since 1878 there has been a railroad war ovcr 
this traffic, records of it have been reported by all the 
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lines, and these records form the material for the | 
statistics treated by the diagrams. 

The rates, except in the first half of 1879, are those 
at which the freight was billed, and except during 
periods of railroad war are correct. They are, how- | 


plan, the quantities for each being represented by 
the length of the ordinate (perpendicular line) for 
the month above the base. In the diagram for rates 
(the upper one) time is represented by the horizontal 
distances between ordinates, as well as quantity by | 





for each year on the three diagrams. Observe these 
lines in 1879, a year of the greatest fluctuations in rates, 
and in 1880, the year of the greatest stability of 
rates. By following the three lines at once we 
shall be able to trace the effect of rates on traffic 


ever, the rates for one class only—that including | the height of the ordinates, and so it has been neces-| and earnings, and on the results accompanying changes 
grain and flour—the lowest class, but including | sary to have 12 spaces to show rates, while we need | in rates, which results are not always the effect of the 


usually two-thirds or three-fourths of the total. The 
rate on most provisions is 5 cents per 100 lbs. higher. 
The classes of freight paying more than provisions 
make but a very small proportion of the whole—less 
than 2 per cent. Live stock is not included ; 1t is not 
distributed like other freight among the several roads, 
is much more regular in its movement, and not liable 
to great fluctuations, and is as distinct a traffic from 
freight in many respects as passenger traffic. 

The earnings shown on the diagrams are not the 
absolute earnings, but the amounts which the ton- 
nages reported would have produced at the rates | 
reported if all had been carried to New York. Not | 
all was carried to New York, but some was of a 
higher class than grain and paid a higher rate, and it 








but 12 lines (and consequently 11 spaces) to show ton- 
nage and earnings. By doing this we are able to 
show for how many days in the month a rate 
prevailed. 

Little more comment is required to enable the 
reader to follow these diagrams intelligently and, we 
hope, with interest. We see how in 1881 the heaviest 
traffic was in January (when the rate was highest) 


usual on the opening of lake navigation; but when the 
low rates made it as cheap to ship by rail as by lake, 
it rose far above what had ever been known before 
after June until November, but then and in December 
was but about the same as with the rates of the 
previous year (which were more than twice as high). 


| rates, by any means, these being but one of the factors 
in the problem, the quantity of Western produce seek- 
| nga market, the demand for it in the East and in 
Europe, and the condition of navigation by lake and 
canal being other and most important factors. It need 
| not be said that nothing can make shipments heavy 
when there is little toship. We find an apparent con- 
| tradiction of thisafter the harvest of 181, when in 





| 


| how it continued heavy till May, and then fell as|every month’ but one until March the Chicago rail 


shipments were larger than ever before. But then 
| we must remember that while the supply of small 
grain was small, the supply of corn, coming from the 
| bountiful crop of 13880, was large; further, that the 
| year's supply of grain may be all ready for shipment 
| within two or three months after harvest, so that while 


is assumed that the shipments at less than New York 'Coming down to January of this year, with rates ' there cannot be large shipments for the year after a 















































































































































Jan. Feb. Mar _Aoril Mav June July Aug Sept __ Oct. Nov. Dec. 
2 8 39 
Rateaocts| __ __ w . z...._.|40 on 
YEAR 1880 | tain N 6 AH ees a2y Per ap 
— cts | SES = a ba °.35_. .! a ama 1 S80, 
YEAR 188! | ¢ 2 9 ; { 
30 cts $s Soo eee ee 
‘ 
25 cts + _ sets a ? : 
Ny } Reet 1882 
_ 4_20 CTS _ J 20 |! 
-$..0RL z 
15 cts ee EE j The gata, Vag) eae Sa Oey! eee ny 
YEAR 1882 + 40 {15 Cts 
) ’ 
Pe : ; ed ‘ ; m h 
: kk > a sa ce 7. 
arnings ; : 2 a 2 _ ® Fs * = : . 
2 Te $975,51 $8%),36) 30, 42 $855,942 $563,820 752,002 €581,144 #835,041 $804.954 $1,2 8889 $1.226,°40 $1 
18 0 1,509,800 1,33, S15 =: 1,216,642 75 44 1,4 ,796 960.924 11°, 99 93°4 1,076,.9: 1,072,388 1 
Eee 1.817.110 1,634,€5) 8 51,5.6 1,025,388 92,905 777,760 783.200 726,:41 7 6422 649,5 7 
156.2... csc 1,049. 964 9" *6 69? 371 57? 59, 24 475,195 697 205 70F 1.0 UMASS 1,07 395 
EARNINGS : —_ 2,100,000 
\ 
188] }_ $1750 \ 
— Si 
— ee \ 4 880. 
__ f21400,000} ee 4 1879. 
188 LL \ i. a 5 ae. 31.400,000 
188: a *. i tee camel 
187% a ee eh ee =e op LS oe 
a de ~ Sen . a eccesss " } . 
700,066 Pe se -——e Oe ee 
4 rend ee i 
350,000 3350,000 
TONS. 
1882 
\\300,000 {Tons JIN ad 400,000 tons. 
1881 fe elite. * : ee (881. 
Pe £ ya S- \ "i a ee a -“] isso 
fo be- ; An ~. ata IY 
1200 : wer 4 \ \ a, wa ~~’ 
= ns . .. . 290,000 tons. 
1870-28 ca ae bi * 
a 7 i a Ps ge te ee 1879. 
188¢ [- — \ 7 Qe 2-=-F = = r 
>. eal aT). el 
mn - ~ if 
100,000} Tons prs 100,000 tons. 
= e = = = . = = z é ey = 
Tons Z J S = = ® = ® - . 9 2 
1879 ....... $195,192 $299,098) $759.43t $795,314 $232,919 $35,883 $145,233 $162.357 $134.159 $191,026 $168.263 = $1 TH, 167 
184), -- 163,725 163,592 318,974 136.424 12>, ‘69 223.936 16), 154 169,315 151,564 179,466 219,84 244, GS) 
1831. . 263,873 24,331 214,967 255,483 171.43) 242,463 259,253 231,067 26 -,414 258,674 216,506 261,785 
GE da sesies 321,143 225,816 179,144 138,474 115,771 115,805 95,039 138,241 153,234 152,871 SIGOI —nccccces 
CHICAGO THROUGH SHIPMENTS EAST—RATES, TONNAGE AND EARNINGS MONTHLY SINCE 1878 


rates were balanced by the shipments 
classes. And this is quite probable. There is one} 
serious source of error, however, and that is in the | 
rates reported during the railroad war last year. 
These rates were taken from the way-bills, and this 
was all the positive information accessible, but the 


low rates of the railroad war were made very largely by | 
| Since it was made we have the October and Novem- | 
‘ber tonnages, the latter about the same as last vear, 
}and little less than in 1880, and we have added the 


rebates, and after July they were nearly always lower 
than the 15 cents per 100 Ibs. shown on the diagram, 
not averaging more than 124 cents we should judge, 
and in January last as low as 10 cents most of the 


month, while the recovery to 20 cents here shown to | 


have been made Jan, 28 probably affected but a small 
part of the shipments until some time in March. 

The excess in these rates, of course, makes too 
large the earnings reported while those rates were 
in force. 


The rates reported in 1879 during the railroad war | 


seem to be much nearer the actual rates, It will be 
seen that 10 cents was the rate then from May 1 to 
June 9, and we do not think the average could have 
been lower than that. 

We copy the diagrams issued from Mr. Fink’s 
office in a slightly modified form. The two lower 


ones (tonnage and earnings) are made on the same! 


| year of stiffly maintained rates. 


of an advance in rates from probably 10 cents in 
January to 25 cents at the end of March and since. 
The diagram shows a gradual recovery since July. 


figures for these and for the corresponding earnings. 


On this diagram of tonnages we find the most fre- | 


quent and sharpest fluctuations in 1880, which was a 


nearly twice as great in March as in February or 
January, and fell off immediately in April and May, 
rose sharp!y in June, and were more regular after- 
wards. The greatest amount of fluctuation has been 
in 1882, however, the shipments being greater in 
January and less in July than in any other months 
recorded. The fluctuations are not violent, however. 
The shipments fell off from January to July, and rose 
afterwards, with something like regularity. 

To trace the corelation of rates, tonnage and earn- 
ings, the reader should compare the lines for these 


The shipments were | 


of the higher | lower rather than higher than in the closing months; bad harvest, there may be very large ones for som® 
of 1881, we attain the maximum tonnage, which fell | 
off rapidly afterward, chiefly by reason of the exhaus- | 
tion of freights to be shipped, but partly also because 


months of that year. Furthermore, with rail rates on 
a paying basis, the Chicago shipments of grain are 
always made chiefly by lake: by carrying at less than 
cost the railroads may attract to themselves nearly all 
this lake traffic, and so have a larger traffic themselves 
when the total shipments are smaller. Now this oc- 
curred last year; the railroads diverted a large part of 
the traffic from the lakes, and increased their share of 
the total thereby; by their low rates and for other 
reasons shipments were stimulated in the first half of 
the crop year; but by March little grain was left in the 
country to come forward. The supply was so far ex- 
hausted that the shipments from the West were extra- 
ordinarily small until the new crop was harvested, 
while the corn shipments have been extraordinarily 
small until now. 

The year 1879, we have said, was one of extraordinary 
fluctuations in rates. The year began with irregular 
rates, which declined almost continuallv until June, 
when contracts were outstanding to some extent, 
which prevented the general restoration of rates until 
near the end of August, but then, under the influence 
of a great pressure of traffic and the co-operation of 
the roads, rates rose rapidly, and the winter rate was 


| 


| 


| 
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established at 40 cents per 100 lbs. as early as Nov. 10, 
and was maintained at that figure until March of 1880, 


and for six weeks longer at 35 cents. The period of 
low, irregular and frequently changing rates lasted 


from the beginning of the year 1879 until August. 
Notice on the diagrams the course of traffic under 
these rates, how it rose in the spring and was much 
heavier in May and June, after navigation opened, 
than in January and February, when everything had 
to be shipped by rail. The great falliug off from 256,- 
000 tons in July to 145,000 in June was probably not 
due to the advance in the rate, but to the exhaustion 
of traffic; for an advance from 20 cents in July to 30 
cents in September and 35 in October was followed by 
a decided increase in shipments, which remained 
large under the 40-cent rate that lasted from Nov. 10, 
1879, till March 1, 1880; while under the 35 cent rate 
in March, 1880, the shipments (though the opening of 
navigation was close at hand) were larger than in any 
other month on record except last January, when 
with a rate averaging perhaps not more than 10 cents 
the shipments were a little larger. Under the steady 
and well maintained rate of 30 cents from April 13 
to Nov. 27, 1880, the fluctuations of traffic were con- 
siderable, being caused by the other factors we have 
spokenof. Lake navigation opened about the Ist of 
April, and in that month, though the rate was lower, 
the shipments were 70 percent. less than in March, 
they fell still further in May, but through the summer 
were large for that season of the year, and rose to very 
high figures in the last two months of the year, in- 
creasing after the winter advance in rates was made 
near the end of November. 


But tonnage is not the only thing to be regarded in 
adjusting rates. It is earnings and profits that the 
railroads seek. The difference between the lines for 
earnings and those for tonnage in the same years are 
especially worth notice. The great increase of traffic 
jn the spring of 1879 that followed the great reduction 
in rates and sends up the line for tonnage in April, May 
and June was not accompanied by any corresponding in- 
crease in gross earnings. With 200,000 tons in January 
the roads earned $975,000; with 282,000 tons in May 
they earned $566,000. They filled all their cars and 
crowded their tracks and increased their expenses, 
and reduced their receipts 42 percent. But when they 
restored rates and the pressure of traffic had in a man- 
ner compelled them to make a 40-cent rate, how their 
earnings swelled; 283,000 tons earned but $566,000 in 
May; in December 179,000 tons earned $1,433,000. 

In no other year do we find such contrasts in earn- 
ings, though this year, as we have shown, there have 
been greater ones in tonnage. In 1880 the tonnage 
and earnings are almost parallel, because rates varied 
so little. The enormous tonnage of March, 1880, at a 
rate but a dollar a ton below the highest of recent 
years, produced $2,233,000—four times as much as the 
earnings in May of 1879, nearly five times as much as 
in last July, and an amount never equaled in any 
other month. 

For reasons given above, we feel sure that the fig- 
ures given on the diagrams for earnings are too large 
for all the months of the railroad war after July, 1881. 
We will venture to revise them by assuming that half 
the tonnage in August was carried at 12} and half at 
15 cents (instead of all at 15 cents), that thenceforward 
till the end of the year the average was 124 cents, in 
January 10 cents, in February 133, and in March 174 
cents. On this basis the earnings in these months 
were, compared with those in the diagram : 


By estimate. By diagram. 






MEE i iia 4ni denes cand . $717,934 $783,200 
September. . 663,535 

October... 646,685 
November....... 541,265 

Se eae a ae 654,462 

PN cicn 055540 MR RenOd ees wee . 642,296 J 
POOPURIGS oc ii cescied eww cctieee eeccvente 620,994 

DE 5450 ia eita cased: avdacebindcacts 727,004 





That is, we estimate from the rates known to have 
been made on a very large part of the traffic that the 
earnings on Chicago shipments during the railroad 
war were $1,345,092 less than the way-bills made them, 
and that no less than $407,668 of the excess was in the 
month of January, when we know that great quan- 
tities of flour were carried to New York at eight cents 
per 100 lbs., or at the rate of one-sixth of a cent per 
ton per mile. If our estimate for this month is cor- 
rect, the tonnage then, larger than in any other 
month, produced $642,300, while that of March, 1880, 
which was slightly less, produced $2,233,000. Yet a 
high rate would seem more practicable in January 
than in March, just before navigation opened. 

If now we estimate the cost of carrying to the rail- 
road companies to have been 15 cents per 100 Ibs., we 
shall find the contrasts greater still. The average cost 
of carrying through freight from Chicago is probably 
fully as much as this, which is at the rate of 0.306 
cent per ton per mile by the longest route and 0.329 





cent by the shortest. At this rate the net earnings 





from the Chicago shipments were: 
1879. 1880. 1881 1882. 

January......... $390,204 $818,625 $1,055,491 *§321,148 
February........ 200,090 832,760 1,021,657 #56,454 
March... 155,090 1,275,896 875,827 89,572 
April... vee. 30,000 656,779 726,027 276,948 
_ SESaene tie #282,910 375,207 514,293 231,542 
UME ccs 5 sae5s es #14,902 671,898 196,516 231.610 
DE sic sn. Baus 94,073 48v, 162 + 190,078 
August.... ...... 348,870 507,945 #55,267 276,482 
September....... 402,477 454,692  *132,707 306,468 
October ...... 706,82 L 538,396 *129,337 305,742 
November... ... 721.236 712,718 *708,253 430.158 
December..... . 895,835 979.157 ne rere 

Total.....$3,586,884 $8,304,505 $3,833,404 $1,960,998 





* Loss. + Earnings just equal expenses. 

What a picture this presents! The greatest traffic 
centre in the country gives business which has pro- 
duced a profit of $1,275,000 in one month, and a loss 
of $321,000 in another month in which the traffic was 
larger. In the same year the net results vary from a 
profit of $1,055,000 to a loss of $130,000. In the first 
half of 1881 we have a profit of $4,389,861 ; in the last 
half of the same year, with a larger traffic, a loss of 
$556,457. In the first three years there was heavy 
traffic throughout, but in one of the years the profits 
were more than twice as great as the year before or 
the year after, and almost the only cause was railroad 
war. In the nature of things this traffic must fluctu- 
ate and the rates on it must fluctuate, and with these 
the earnings, and still more the profits; but such 
fluctuations in the profits as the above table shows are 
simply disgraceful. In 1879, in 1881, and in the first 
two or three months of 1882 millions of dollars were 
simply thrown away by the inability of the companies 
to do their business on business principles. 

The small profits after the railroad war ceased this 
year were partly due to the war, because under the 
low rates produce was shipped in the fall and winter 
which otherwise would have been held till spring: 
but it was doubtless chiefly due to the bad harvest, 
which gave little to ship. And generally the small 
profits this year since March were due to natural 
causes. For the eleven months, it will be seen, they 
were much smaller than in either of the other three 
years, and but little more than a quarter of the profits 
in the corresponding period of. 1880. There is good 
reason to expect, however, a profit of $600,000 or more 
on the December business. Small profits which are 
due to short crops or other natural causes we need not 
be much concerned about: it is those which are 
chargeable to the foolishness of railroad managers 
that we should be ashamed of. 

Seriously, is it not desirable in the interest of car- 
riers and shippers alike that a policy should be fol- 
lowed which will prevent these tremendous artificial 
fluctuations in profits? This vast and important 
traffic should always pay a share of the interest on the 
capital invested in the railroads it uses. Sometimes it 
has done so liberally; at others the owners of the 
railroads or the local traffic has been made to con- 
tribute not only the whole of the interest, but a part 
of the expenses of moving the through traffic. Cer- 
tainly a stop should be put to this. The co-operation 
of the railroads secured under the Joint Executive 
Committee has put a stop to it forthe time. Only 
through it, or some similar system of co-operation, so 
far as we can see, can this desirable object be secured. 





End of the St. Paul Railroad War. 


Just as we go to press it is announced that the con 
tending Northwestern railroads have reached a final 
settlement of their differences, and that rates were re- 
stored Thursday. The particulars, so far as they are 
known, will be found in our news columns. Gener- 
ally, it may be said, the agreement provides simply 
for the strict maintenance of rates from Minneapolis 
and St. Paul, under penalties, but for no division of 
traffic. The Rock Island, which has been strong at 
Minneapolis through its control of the Minneapolis & 
St. Louis, has: but recently got a good foot-hold in St. 
Paul, and is unwilling to have its share of the traffic 
there determined by its past success in obtaining it. 
It has never been in the St. Paul pool. After the ex- 
piration of the new agreement, at the end of 1883, there 
will be data on which to base a division. 

It is not easy to make an agreement which will se- 
cure the maintenance of rates while the roads are 
competing for traffic; but the managers in this case 
are confident that theirs will be effective, and they 
have had experience with similar agreements in the 
West. 

The question of ‘‘ dividing territory” and the con- 
struction of new lines by one company which will 
compete with those of another, which Mr. Porter, in 
behalf of the St. Paul & Omaha, had made the prin- 
cipal issue, seems to have been dropped. We under- 
stand that all the companies were of the opinion that 
for some time, each in its own individual interest with- 
out regard to the effect on other companies, it will be 





better not to do more construction work than is neces- 
sary to complete the lines now in operation, 
and the general opinion that it would be 
very unwise to attempt to limit the construction 
of new railroads by formal agreement doubtless had 
a great effect. So far as Mr. Porter is concerned, 
however, the fact that he did not press thi3 point was 
very likely due to his knowledge that he did not, when 
the negotiations were closed, represent a majority of 
the shares. It is understood that while the contest 
was going on Mr. Vanderbilt made enough purchases 
of St. Paul & Omaha stock to give him and those act- 
ing with him a clear majority, and under those cir- 
cumstances it was entirely proper that Mr. Porter 
should defer to the judgment of the chief owners of 
the road, whatever his own opinion might be. The 
final result, as indicated by the market prices of the 
stocks, is a great advantage to the St. Paul & Omaha 
Company—greater to it than to any other, as its shares 
sold after the settlement at higher prices than they 
have ever brought heretofore. 








November Railroad Earnings. 





November earnings so far reported show in the 
aggregate an important gain over last year. 

In view of the railroad war raging among the trunk 
lines at this time last year and the poor crops of that 
year, it might be assumed that November was a bad 
month last year. But it was not. Not many of the 
roads which have a large trunk-line traffic reported 
then (or now), and while the poor crops were felt in 
diminished wheat and flour and cotton shipments in 
November, there were still large corn shipments from 
the.crops of 1880, and local traffic and travel were 
very heavy. The result was that 58 roads reporting 
earnings, with an enormous increase of mileage, 
earned in November but $8 per mile,1.3 per cent., less 
in 1881 than in 1880. 

This year the average earnings per mile of 60 roads 
reporting were $539, against $508 last year, an increase 
of 6 per cent.; indicating better earnings than in the 
exceptionally favorable year 1880 even. And of all 
the roads which have reported for both 1880 and 1882, 
15 in number, all had larger total earnings this year 
except the Illinois Central, whose decrease from 1880 
is but $27,486, or 44 per cent., in Illinois, and $3,489, 
or 2 per cent., in Iowa. Several of these roads 
have smaller earnings per mile than in 1880, as some 
have enormously increased their mileage within the 
two years and so greatly ‘‘ watered” their earnings, 
so to speak—sometimes greatly to their present ad- 
vantage, as is the case wherever the addition to gross 
earnings is greater than the addition to working ex- 
penses and fixed charges on account of the added 
lines. Thus the Central Pacific’s system worked 
has grown from 2,450 to 3,167 miles since November, 
1880; the Chicago & Northwestern’s from 2,720 to 
3,464; the Chicago, Milwaukee & St. Paul’s from 3,600 
to 4,383; the St. Paul & Omaha’s from §24 to 1,085; 
the Denver & Rio Grande’s from 551 to 1,160; the Gulf, 
Colorado & Sante Fe’s from 188 to 482; the Northern 
Pacific’s from 722 to 1,419; the Manitoba’s from 656 to 
1,020; the Texas & Pacific’s from 550 to 1,396; the 
Wabash’s from 2,480 to 3,423; with smaller but still 
considerable increases by several other systems. 

But these vast increasesin mileage, chiefly by the 
construction of new road in new country where traffic 
was yet to be developed, have not always been fol- 
lowed by decrease in earnings per mile, by any means. 
These earnings per mile in November for several of 
the roads now reporting for the last three years have 
been: 


; 1880. 1881. 1882. 
Burlington, Cedar Rapids & Northern ..... $385 $353 $40 
NN MIND occa teddicsd Ra: ctheccdesads <5 507 407 436 


Central Pacific.......... 
Chi., Mil. & St. Paul..... 
Chicago & Northwestern ... 
Chi., St. P., Minn. & Omaha.. 
Denver & Rio Grande... 


apecedeteee eta 898 828 707 
-- 409 397 473 
682 671 5g 






Gulf, Col. & Santa Fe... ...... oe 411 591 
OE See eee Sictcce “San 489 56 
St. Louis, Iron Mt. & Southern.............. 923 978 1,134 
St. Paul, Minn. & Manitoba ................. 458 595 895 


fexas & Pacific 
eer er ree 726 746 7d2 
NN s 35 ess oc ccaagscpvess gaeegeny 456° 407 413 

This list includes only those roads that have had 
considerable additions to their mileage since 1880. 
Nine of the 14, it appears, had larger earnings per 
mile in November this year than in 1880—an excep- 
tionally prosperous year, be it remembered, when all 
crops were excellent and business throughout the 
country good; and on three at least of the roads that 
have smaller earnings per mile this year, including the 
the two most important ones, the lack of corn to carry 
this year is sufficient of itself to account forthe de- 
crease—that is, an important traffic on all their lines, 
or a great part of them, was so far reduced 
that we should expect to find a decrease 
in earnings per mile had there been no _  in- 
crease in mileage. We shall expect that the 
Wabash in December and the Chicago & North- 
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western and the Central lowa in January will show 
important gains from the movement of this grain. 

There is probably no one case where there has been 
an increase in earnings per mile, following a great 
addition of mileage, that the earnings per mile of the 
new lines have been anything like as great as those 
of the old ones. In many cases, however, a material 
increase in the earnings of the old lines has been due 
to the traffic interchanged with the old ones—as, for 
instance, the immigrants, supplies, lumber, agricul- 
tural implements, etc., going to the new lines of the 
Northwestern and the Milwaukee & St. Paul in 
Dakota (and to other companies, new roads there and 
in Northwestern Minnesota and Manitoba), and the 
farm products shipped thence, are likely to be carried 
over 400, 500 or 600 miles of the older lines of 
these companies, to and from Lake Michigan, 
so that the traftic, which may yield the new road but 
a dollar may produce ten dollars on the old road. 
But, aside from this, we have a general activity and 
growth of traffic on the several systems, to which 
chiefly, in most cases, doubtless, is due the increase 
in earnings per mile. Some of the companies began 
to extend their systems three or four years ago, and 
the lines then begun have had time to develop a con 
siderable trafiic of theirown. But some of the large 
additions have not been new road, but old lines leased or 
consolidated, and these cannot be expected to develop 
so fast as new lines in new country. This has been 
very largely the case with the additions made by the 
Wabash and, to a much less extent, with those of the 
Milwaukee & St. Paul. . 

Going back to the separate roads that have reported 
for November so far, we find a slight decrease on the 
Central Pacific, in spite of a considerable increase 
in mileage; a great gain on the Chesapeake & 
Ohio, marking, doubtless, the beginning of its devel- 
opment of a trunk line business, though certainly 
largely due to local traffic; an increase of 
more than 60 per cent. on the Chicago & Grand 
Trunk, partly due, doubtless, larger or through traffic, 
much more so to higher through rates (fully twice as 
high as last year), but more still, we imagine, to a bet- 
ter local traffic. The failure of crops in Michigan last 
year was such as to reduce very greatly the earnings 
of all the Michigan roads, except the purely lumber 
and ore roads, and the Grand Trunk’s local traffic is 
chiefly agricultural. 

The Milwaukee & St. Paul has an increase of over 
one-third in the month and of 19 per cent. in earnings 
per mile, with five days of railroad war. In Novem- 
ber the crop movement was likely to be as large as 
ever on nearly all its lines, probably, except that be- 
tween Chicago and Council Bluffs, which will carry 
a great deal of corn when it is ready for shipping, and 
but little wheat. This line got in November its full 
share of the Omaha-Chicago through freight, but has 
not yet begun to carry through passengers and receive 
its share of that business in the pool. But there can 
be no doubt that this lme—even the new part of it 
west of Cedar Rapids—will have considerably more 
than the average earnings per mile of the whole sys- 
tem. The Chicago & Northwestern had very little 
increase in total earnings, notwithstanding a consid- 
erable increase in mileage. This, as we have inti- 
mated above, may be explained by the very light 
corn movement so far this year, whic# will doubtless 
turn into a very heavy one when the corn of Central 
Iowa is ready to ship; but it is also partly due to 
the fact that its new lines are nearly all in new 
country, where traffic is little developed as yet. The 
Denver & Rio Grande has smaller total earnings than 
last year, in spite of an increase of 15 per cent. in 
mileage; but before we pronounce its earnings per 
mile ‘‘small* we should compare them with those it 
made previous to 1880. In successive years they have 
been : 


1876. 
$243 


1877. 


267 


1878. 
$351 


1879. 
$387 


1880. 
$741 


1881. 
$542 


1882. 
$442 
In fact $442 per mile for a new and cheap road ina 
mountain country, with scarcely any other industry 
than mining precious metals may be looked on as 
large rather than small earnings; a great many roads 
this side of the Missouri and the Mississippi even prosper 
tolerably on less; but, of course, here the question of 
fixed charges per mile and floating debt for construc- 
tion may have everything to do with the situation. 


The East Tennessee, Virginia & Georgia re- 
ports larger earnings per mile than before for 
several years; the Gulf, Colorado & Santa Fe 
makes a better showing than any other Texas road re- 
porting, and a positively good showing, the earnings 
being about equal to the average of roads in this coun- 
try, though the road is wholly new; but all the Texas 
roads show considerable gains, as was to be expected, 
all crops being fine there this year and miserable last 
year. And the two roads carrying from Texas—the 





Iron Mountain and the Missouri, Kansas & Texas— 
share in this prosperity. The Chicago & Alton and the 
Hannibal & St. Joseph bear witness to the improve- 
ment in the traffic of the ‘‘ Missouri River points,” and 
on their lines and other lines southwest of Chicago, as 
does the Missouri Pacific, whose increase is more than 
40 per cent. in the total and from $692 to $798 per mile 
of road. The Mobile & Ohio does better than in 1881 
or 1880, but not so well as in 1879 and 1878. The New 
York & New England continues the _ increase 
it has shown for several months past; the 
Norfolk & Western earned $571 per mile this 
year against $506 last, which latter was more 
than ever before. The Northern Pacific has already 

rger earnings per mile than the average road, and 
increased them nearly 10 per cent. over last year, in 
spite of its larger mileage, the increase in which can- 
not have contributed much to earnings as yet. 
Concerning other important roads the table above 
and the comments on it give some information. 

There is very little yet reported to indicate the 
course of trunk-line traffic, and there are many lines 
whose earnings will be given later and included in 
our table about the end of this month. But so far as 
reported the earnings show almost every where a very 
satisfactory traffic. 








Monthly Rail Shipments from Chicago Since 1878. 


Chicago rail shipments eastward during the month of 
November last show an increase over the previous month 
such as bas seldom occurred, and brings them up to those 
of last year (when rates were but half as high), nearly 
up to those of 1880, and far above those of 1879, which was 
perhaps a more profitable November than any that had pre- 
ceded it. The November shipments in successive years have 
been: . 

1879. 


ND kak dimiac ca snin eens 168,274 





1880. 1882. 

219,840 215,079 

In 1879 the rate was 35 cents per 100 Ibs. (on flour and 
wheat) to New York the first eight days of the months and 
40 cents afterwards; in 1880 it was 30 cents until the 22d 
and afterward 35 cents; iu 1881 it was pretty much what 
the shipper chose to pay, perhaps averaging 12%/ cents; this 
year it was 25 cents throughout the month. 

Shipments are usually heavier in November than in earlier 
months after June, but in 1879 this was not the case, the 
40-cent rate having apparently restricted shipments, which 
before seemed likely to keep the roads in a state of chronic 
blockade, there being at this season a great demand for cars 
for local traffic also. 

The shipments in successive months of the past four years 
are given below: 


1881. 
216,506 








1879. 1880. 1881. 1882, 

January......... 1923512 163,378 263,872 321,168 
February ....... 198,541 166,541 204,331 225,816 
March.. 258,458 318,953 212,021 179,145 
April 298,042 36,5 275,417 138,472 
May. 280,355 125,157 171,432 115,772 
a 260,234 223,977 242,463 115,805 
ees: denne 145,788 160.187 249.253 95,039 
OO 162,263 169,314 260,608 138,241 
September....... 134.141 151,464 265,414 153,234 
October.... ..... 193,976 179,466 258.674 152,871 
November....... 168,27: 219,840 216,506 215,079 

11 months.... 2,292,584  2,064.850 2,629,991 1,849,564 

December..... 179,154 244,790 PE <<csns exes 

RS oc3 bonesa 2,471,788 2,300,640 2,889,317 .......... 


In 1879 rates were low and irregular until sometime in 
August, going down from January to Jnne, and being 
below cost most of the time: but in the fall they were well 
maintained and advanced earlier than usual—to 30 cents, 
Aug. 25; to 35 cents, Oct. 11, and to 40 cents Nov. 9, and 
held at the latter rate until March, 1880. This year we 
only reach 30 cents Dec. 1, and this is the lowest winter 
rate ever made except in consequence of a railroad war. 

From August, 1879, until June, 1881, rates were gen. 
erally maintained, except that there were considerable 
irregularities for the last two or,three months—not, how- 
ever, affecting traffic materially. Thence till last March 
there were only war-rates, varying from 15 down to 10 
cents per 100 Ibs., and on some shipments of flour being as 
low as 8 cents. It was to these extremely low rates that 
the extraordinary heavy traffic of the summer and fall of 
1881 and the first two anda half months of this year was 
due; for the bad harvests had left the country with less than 
usual instead of more than usual to ship; but with rail rates 
lower than water rates the railroads took most of the sbip- 
ments that otherwise would have gone by lake. The light 
shipments after March and until September this year were 
due to the fact that the West was drained of freight, and 
not to high rail rates; these rates were in fact tke lowest 
ever regularly made for the summer season, and that they 
did not drive off traffic is proved by the fact that while 
they ruled lake shipments were unusually light. 

The recovery after August was chiefly due to the large 
crop of wheat, that it was not greater was due to the fact 
that there was unusually little old corn to ship, and the good 
new crop was not fittoship. It is just beginning to come 
forward, and may very likely make the winter movement 
larger than ever before except last year. 

The final result for the year must show a material de- 
crease in the Chicago shipments compared with those of either 
of the three previous years. For the eleven months, the ship- 
ments this year are 780,427 tons (29.6 per cent.) less than 
last year, 215,316 tons (14 per cent.) less than in 1880, and 
443,020 tons (19.4 per cent.) less than in 1879. 

Since August, however, the course this year has been by 
no means so unfavorable, as the following statement of the 





shipments in the three fall months in successive years will 
show : 

1879. 1889. 1881. 1882. 
ERO Ere ree 496,391 550,770 740,594 520,555 

Compared with 1881, there is a falling off 30 per cent., but 
as the rate lastjyear was just about half that of this year 
the earnings from the freight must have been about at the 
rate of $1,945 this year toevery $1,000 last year. Com- 
pared with the other two years, when rates were main- 
tained, the shipments do not vary greatly—they were 51 
per cent. more than this year in 1880 and 5 per cent. less in 
1879. 

The traffic did not become actually large this year, how- 
ever, until November, owing to the lack of corn for shbip- 
ping. This lack is now being made good, and it will not be 
surprising if the December shipments are as large as or 
larger than in any previous December. 








Record of New Railroad Construction. 





This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Chicago & Atlantic.—Completed by laying track near 
Rochester, Ind., on a gap of 9 miles. 

Markesan & Brandon.—Completed from Brandon, Wis., 
west to Granite Quarry, 7 miles. 

Rochester & Pittsburgh.—Track luid from Bradford, Pa., 
south to Howard’s Crossing, 5 miles, and from Johnsonburg, 
Pa., south 15 miles. 

St. Paul, Minneapolis & Manitoba.—A connecting branch 
has been completed from the Breckenridge Extension at 
Everest, Dak., northwest to Casselton, 3 miles. 

Valley, of Ohio.—Extended southward to Wheeling Junc- 
tion, O., 5 miles, 

Wisconsin Central.—This company’s Milwaukee & Lake 
Winnebago line is completed by laying track from a point 
ten miles south of Oshkosh, Wis., southward 30 miles. 

This is atotal of 74 miles of new railroad, making 9,648 
miles thus far this year, against 7,601 miles reported at the 
correspunding time in 1881, 5,836 miles in 1880, 3,594 
miles in 1879, 2,243 miles in 1878, 1,994 miles in 1877,. 
2,283 miles in 1876, 1,264 miles in 1875, 1,808 miles in 
1874, 3,606 miles in 1873, and 7,065 miles in 1872. This 
year’s mileage so far is more than one-fourth greater than 
that of 1881, and nearly eight times as great as that of 
1875, when new construction was at its lowest point. 


THe NORTHWESTERN LUMBER TRAFFIC probably takes 
advantage of the low rates of a railroad war more than any 
other business. The freight on lumber to places as far dis- 
tant from the mills as Central Iowa, not to say the country 
beyond the Missouri River, is a very large proportion of: its 
cost, though the rates be low, and the amount of lumber 
consumed in the treeless prairie country is enormous. The 
Inmber is usually bought at the mills in Western Wisconsin | 
or at the towns on the Mississippi where logs rafted down from 
Wisconsin are sawed, or at the great lumber markets at Cbi- 
cago, Milwaukee, etc., by the local lumber dealers, who are 


2}among the largest customers of the railroads, and who 


necessarily carry a heavy stock. When rates come down 
during a railroad war, these dealers are likely to lay in large 
stocks. At this time of the year, they may secure what they 
will require for the early spring trade, and have it seasoning 
during the winter, when the demand is light. The rates on 
lumber are more affected than anything else in the North- 
west now, though this is a west-bound traffic, and rates ‘are 
maintained on other west-bound freight. This is, however, 
a separate trouble of longer date than the others, and af- 
fecling a great many more roads. The St. Paul & Omaha 
road is peculiarly suited for distributing the lumber manu- 
factured in Western Wisconsin to the west and southwest. 
The mills (many of them) are near its eastern end, and from 
them it eatends quite directly southwestward to Sioux City 
and Omaha, crossing diagonally the east and west roads 
which can carry the lumber to Western Minnesota and 
Dakota, and the north and south roads which can can carry 
southward to Iowa, Nebraska, Kansas, etc. The mills from 
which it carries are much farther west than those which 
supply Chicago and Milwaukee, and therefore nearer the 
consumers. The rates made by it have been a frequent 
cause of the breaking or reduction of the regular rates from 
Chicago and the mills on the Mississippi south of Wisconsin, 
and have affected the lumber rates as far east as Toledo, 
doubtless. The lumber traffic has usually been dealt with 
separately in the various combinations of the railroads, and 
has apparently been harder to manage than anything else 

there being trouble about it most of the time. This bas been 
due more to the competition of the various producers, prob- 
ably, than to that of the carriers. The mills at Saginaw 
shipping west by way of Toledo, those of the east coast 
of Lake Michigan, those of West Wisconsin and those at 
Dubuque, Clinton, Rock Island, etc., which saw logs floated 
down the Mississippi, may all compete for the supply of the 
country west of the Mississippi. If the Chicago lumber- 
men, who get their chief supplies from the east coast of 
Lake Michigan, find they are undersold in Omaha or Kansas 
City by the mills at Eau Claire, on the St. Paul & Omaha, 
and so much so that they cannot meet their prices without a 
loss, the Chicago railroads are in a manner compelled to 
reduce their rates, and this whether the low prices at which 
the Eau Claire lumber is offered is due to low rates of trans- 
portation or low cost to the manufacturer. That is, it is for 
the interest of the Chicago railroads to get lumber to carry 
west at a very low rate if they cannot get a bigher one. 
Their cars come east full of grain and cattle and hogs; and 
most of them will go west empty if there are no ship 

ments of lumber from Chicago. They will therefore accept 
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almost any rate on lumber, and find their advantage in it, 
rather than have the Chicago shipments seriously reduced. 
As in so many cases, the railroads are, as it were, forced 
into partnership with the merchants of the places which 
they serve, because loss of business to the merchants is also 
loss of business to the railroads. And the reduction of rates 
caused by the competition of the producers on different rail- 
roads can hardly be prevented by any co operation of the 
railroads, when it is increased and aggravated by the 
rivalry of the railroads, that part of it, doubtless, may be 
remedied by their joint action. 








A New Cuicaco Detroit Line will be made by the 
Grand Trunk, it is said, to take the place of the Michigan 
Central as a connection of the Great Western. The Grand 
Trunk already has a complete line, made by the Chicugo & 
Grand Trunk from Chicago to Durand, 25214 miles, and the 
Detroit, Grand Haven & Milwaukee from Durand to Detroit, 
67 miles, making a route 31914 miles long, against 284 by 
the Michigan Central Main Line, and 272 by its Air Line. 
But the Grand Trunk has made preparations for the purpose 
of extending its Michigan Air Line Branch from the Detroit 
& Milwaukee at Pontiac west by south 70 miles to Jackson. 
When the loan was made for the branch, only two or three 
weeks ago, nothing was said of any extension beyond Jack- 
son : but itis now reported that it will be extended west- 
ward to a connection with the Chicago & Grand Trunk, 
which wili require about 45 miles of road if it strikes it as 
far north as Bottle Creek, and: twice as much if it makes 
the connection as far south as Cassopolis, both of which 
places are reached by Michigan Central lines from Jackson. 
In this way a line from Chicago to Detroit would be made 
up as follows: 


Miles. 

Chicago & Grand Trunk, Chicago to Battle Creek... ......... 175 
Propused road, Battle Creek to Jackson...............00.00005 45 
Michigan Air Line extension, Jackson to Pontiac........... . a 
Detruit & Milwaukee, Pontiac to Detruit....... 2... ........605 236 
MN rattit teeth a Bic Uaiukensnn, crib ed cesiewecessineiioies 316 


The saving of 214 miles in distance over the existing line 
by way of Durand is altogether too slight to justify the 
building of so much road; but the line can be made shorter 
by building from Jackson to Cassopolis, 90 miles, instead of 
from Jackson to Battle Creek, 45 miles. In that case the 
distance from Chicago to Jackson would be 202 miles, in 
stead of 220 via Battie Creek, 209 by the Micbigan Cen- 
tral’s old line, and 197 by the Michigan Central’s Air Line. 
In this way a line to Detroit 298 miles iong would be made 
—26 miles longer than the Michigan Central, not 16 mile, 
shorter, as has been reported in the newspapers. 

If the traffic which the Michigan Central bas interchanged 
with the Great Western could be preserved by making 
such a line, it would certainly pay to build it; but it i- 
not easy to see how it can have much effect on this busi- 
ness. It is desirable for the Grand ‘Ilrunk to get to Jack 
son, which is quite an important traffic centre; but to 
build 70 miles for that purpose from Pontiac seems a high 
price to pay for this advantage, the country on the line 
having no large towns, and being already fairly supplied 
with railroads. West of Jackson the case is still worse, 
the two lines of the Michigan Central, between which the 
Grand Trunk extension would probably be built, being less 
than 12 miles apart for more than two-thirds of the dis 
tance. 

A line nearly as short as the shortest of these can be made 
by running over the Chicago & Grand Trunk from Chicago 
to Lansing, 223 miles, and thence over the Detroit, Lansing 
& Northern from Lansing to Detroit, 82 miles, making a 
line 305 miles long, more than 70 per cent. of which is con- 
trolled by the Grand Trunk. 








THE EFFEect OF RAILROAD WARS ON FOREIGN CREDIT 
is well shown iu a letter trom Mr. John Taylor to the New 
York Evening Post, which we copy elsewhere. The fact 
which he quotes of the difference between the prices of 
American and English railroad stocks paying the same rate 
of dividend is significant and important. There is no ques- 
tion but that the possibility of railroad wars in this country, 
and their actual frequency, very greatly affects the credit 
of all American railroad companies, and _ virtually 
compels the community to pay a larger average rate of in 
terest on the capital invested in railroads. Capital will not 
be ir vested in avy business in which the profits are likely to 
be cut off altogether at any moment at the whim of any one 
or two business managers, unless there are chances of very 

large profits to counterbalance the chances of very large 
losses of the capital invested. The Englishman who will reac- 
ily pay more than par for an English 5 per cent. railroad stock 
will not touch an American 6 per cent, stock at that price, 
though the chances for an improvement in the future are 
vastly greater for the American property. He knows that 
what he buys for 100 may in two weeks be worth but 85 ; 
and one of the qualities which most recommend a security 
is instant convertibility without loss. Railroad wars are, 
to be sure, not the only reason of the greater fluctuations 
in the prices of American stocks, but they are a chief one, 
and a removable one, and an evil of such magnitude that 
the community is justified in taking steps to compel the 
companies to take some other steps to settle their diffi- 
culties than a resort to a struggle which reduces the value 
of bundreds of millions of property other than that directly 
concerned in tte struggle. Worse perhaps than the 
effect on the foreign investor is the effect of railroad 
wars on the home iovestor. It has made it dangerous 
for any, but very riv-h men, who can suffer large temporary 
lossses and do not depend upon getting a regular return on 
their capital, to own railroad stocks, and so to a great extent 
makes the vast majority of the community feel that they 


all sympathize to some extent in the efforts our neighbors 
and acquaintances are making toget a living. If the wagon- 
maker fails or the tanner’s business became unprofitable, 
wethink it a misfortune, and we take some interest in it, 
because we have neighbors and friends, perbaps, who depend 


upon such business; but at present in many parts 
of the country in a large community scarcely one 
owner of raiJroad stocks can be found. The public 


looks upon stockholders as a small class of enormously 
wealthy men, with which it has nothing incommon. Make 
shares subject only to the fluctuations incident to the nature 
of railroad business (which in a country like this are con- 
siderable), and they would become a favorite investment, 
and the shareholders of a railroad company would be very 
largely the people living along its road—a most desirable 
state of things at once for the community and for railro@ad 
property. 








CHIcAGO Ratt SHIPMENTS. EASTWARD for the week end- 
iug Dec. 7 have been, for the last four years; 

1879. 1880. 1881. 1882. 
ca Sct tans 40,9.9 59,203 56,768 2: ,970 
The small figures for this year are due to the fact that all 
shipments from points west of Chicago billed before Dec. 1 
at the old rate are not included; that is, the shipments are 
those only which were billed atthe advanced rate. TLat 
the total shipments were very much larger is indicated by 
the fact, shown below, that the shipments billed at Chicago 
alone during the week ending Dec. 9 were 50,933 tons. O: 
late the total shipments have exceeded the shipments billed 
at Chicago by about 10,000 tons a week. 

Of the 23,970 tons of shipments of the first week of 
December this year at the new rates the Chicago & Grand 
Trunk carried 15.3 per cent., the Michigan Central 27, the 
Lake Shore 16.8, the Fort Wayne 27.9, the Pan-handle 7.5, 
and the Baltimore & Ohio 5.5 per cent. Thus the two 
Vanderbilt roads together carried 43.8 per cent. of the 
whole, against the 4444 per cent. awarded them in the 
pool, and the two Pennsylvania roads had 35.4 per cent., 
against 35, in the pool. 

The shipments for seven successive weeks have been : 








Week ending 


Oct. 21, Oct. 31. Nov 7. Nov. 14 Nov. 21. Nov.31. Dec. 7. 
33,580 34,041 43,632 44,721 ou,4 1 57,26 23,010 


For the week ending Dec. 9 the shipments billed at Chi- 
cago (not including those from poiuvts west billed through 
Chicago) were 50,933 tons this year, against 45,957 tons in 
the corresponding week of last year and 46,58S tons in the 
previous week of this year. As this week was after the ad- 
vance in rates, the increase (nearly 10 per cent.) over the 
previous week is especially gratifying. The earnings from 
these shipments must have been about at the rate of $131 
last week, against $100 in the last week of November, when 
the shipments were larger than in any previous week sitce 
February. Compared with the corresponding week of Jast 
year there is a decrease of but 1 per cent. (149 tons) in pro- 
visions, a decrease of 1414 per cent. (3,777 tons) in grain and 
an increase of 8214 per cent. (6,904 tons) in flour. 
The New York Tribune, com .nenoting on a statement that 
the railroads out of Chicago are some of them blocked by 
the pressure of traffic, argues that if so they must have lost 
greatly in capacity, because last January they carried a 
great deal more. This conclusion is not necessary. The fig- 
ures which the Tribune gives are those for the shipments 
billed at Chicago only, which differ greatly from the total 
shipments from Chicago. It is true, however, that last Jan- 
uary, andalso in March of 1880, the total Chicago shipments 
were heavier than at any time since. It ought not to be ne- 
cessary to point out, however, that the railroads from Chi- 
cago to the East are not engaged solely in carrying the Chi- 
cago traffic. They carry that and a great deal more other 
traffic. It is the total amount of traffic that has been crowd- 
ing the railroads. About the time winter sets in there isa 
great deal of freight that shippers are anxious to hurry for- 
ward—potatoes, apples, hay and other produce—and this is 
mostly local traffic,and requires the use of cars for a relatively 
long time for loading, unloading and distribution, Thus the 
railroads may easily b® blocked with traflic when the 
through busiuess is not very heavy. Further, the trunk 
lines can have the use of a large part of the cars of their 
Western connections if the traffic on them is light. At this 
time of the year it is usually heavy. In midwinter and 
spring, if the grain has come forward freely in the fall, 
they may have many cars to spare, and enable the trunk 
lines to carry without difficulty what early in December 
they could not possibly handle. 
There has been a very great increase of rolling stock of 
late years, but some at least of the trunk lines bave not 
been able to get enough to accommodate the traffic offering 
of late. The fact is, the effect of the bad crops of 1881 on 
east-bound traffic has only begun to disappear, and the 
trunk lines to obtain their normal shipmeuts. 








These have been as follows: 
Week ending. 


week before the war began. 














THE EFFECT OF THE NORTHWESTERN RAILROAD WAR ON 
FREIGHT TRAFFIC we may now examine in the light of the 
receipts of flour and wheat at Chicago and Milwaukee or 
three weeks of the railroad war, compared with those one 


| the flour receipts at Chicago, more than balanced by a large 


decrease at Milwaukee, s» that the aggregate flour receipts 
of the two places were smaller than in either of the other three 
weeks. Flour receipts are much more affected by the rails 
road war than wheat receipts, as the chief flour receipts of 
these places are from the territory affected by the war, bu 

usually not one third of the wheat receipts of Chicago. The 
wheat receipts of Milwaukee, however, are chiefly from that 
territory. They increased 50,740 bushels last week, but the 
decrease in Mi'waukee flour receipts the same week was 
equivalent to 125,464 bushels. 

On the whole, there are no signs here of any stimulation 
of the wheat and flour movement by the low rates 1f the 
railroad war. The flour receipts have not increased, aud 
the wheat receipts are much less than before the war. 








THE FLOUR AND GRAIN Exports we have heretofore 
shown frequently, are not made in the same proportions 
from the same ports, by any means, but the only important 
flour exports are from New York and Boston, while wheat 
and corn go in very large quantities sometimes frcm Phila- 
delphia, Baltimore and New Orleans. We may illustrate 
this by the November exports of grain and of flour separ- 
ately from the four Eastern ports. 

Of the receipts of grain and flour at the four Eastern ports 
during the month of November last, New York received 
66 6 per cent. Baltimore 14.1, Boston 1.1,and Piiladelpbia 
8.3 per cent., the total being 11,623,739 bushels: of the 
fiuur receipts, New York had 52.0 per cent.. Boston 35.5, 
Baltimore 10.2, and Philadelphia 2.3 per cent. 

Of the exports of these ports in Novemker, 60.5 per cent, 
went from New York; 20.8 from Baltimore, 11 per cent. 
from Philadelphia, and 7.7 per cent. from Boston. New 
York’s flour exports were equivalent to nearly twice its 
grain exports, while at Baltimore the grain exports were 
five times the flour exports. Theeffect of this extension of 
flour manufacture, therefore, is to increase the relative im- 
portance of Boston and New York. 





THE WINTER HOG PACKING continues very light, the total 
from Nov. 1 to Nov. 29 in the Northwest being but 1,108,- 
117, against 1,488,751 last year, which was itself a season 
of much less packing than usual. There is a decrease at 
every principal packing point this year except Kansus 
City. It is not safe to estimate the season by the packing 
of its first month, and the recent cold weather may stimu- 
late the business ; there is plenty of corn to fatten hogs, 
and prices are good, but the stock of hogs is not large. The 
exports of hog products in November were 24,795 tons this 
year, against 26,760 last, and last year they were remark- 
ably hght. There has been much said of government inter- 
ference with exports to France and Germany, but the fact 
is we have not had our usual stock of provisions to spare, 
as may be known by the fact that while exports have fallen 
off immensely, prices are still high—made so by the home 
demand. 











THE NEw YorK IMMIGRANT TRAFFIC will after this year 
be managed directly by the trunk lines, in a way to secure 
greater economy and harmony than heretofore. They will 
have in Castle Garden a joint agent, and also a ticket agent 
for each road, and no sales of immigrant tickets by outside 
agents will be permitted. Tickets will be sold only to bona 
fide immigrants, whose names are on the vessels’ manifests 
The commission, which formerly was 25 per cent., and 
since the agreement with the Western Trunk Lines Associa- 
tion has been 15 per cent., will be reduced to 5 per cent., 
and to not more than $1 on any ticket, which will be 
allowed to the steamer lines selling orders for tickets in Eu- 
rope. The joint agent will direct the distribution of the 
immigrants among the several roads. 





‘“‘THE RAILR@\D RIGHT OF PRIVATE COMBAT,” an arti- 
cle which we copy from the editorial coluwns of the Chicago 
Tribune, we publish as one of the signs of the times, and 
one of the first signs that the public which is served by the 
railroads, as distinguished from the public of railroad in- 
vestors, which has almost no influence in the West, is begin- 
ning to see that it ses and does not gain by railroad wars, 
that the community is likely to suffer immensely from an 
undue multiplication of railroads, and that the owners as 
well as the users of railroads deserve to have their rights and 
interests protected by the law. Much that the Chicago 
Tribune says now we have been saying over and over for 
years, with few signs of any public recognition that the 
community suffered from and had an interest in preventing 
the evils we deprecated. 





OcEAN RATES have been unusually high since November, 
though grain shipments have not been heavy. There is, 
however, a good deal of other freight going to Europe, but 
the chief cause of the high rates seems to be a scarcity of 
tonnage. As much as 8d. per bushel has been paid for grain 
by steam from New York to Liverpool], and Tuesday last 
the quotution was 7d. As flour is now a more important 
export than grain, the rate onit is perhaps more important, 
and a better indication of the course of rates. Tuesday, 3s. 














have no jaterest in the prosperity of railroad business. We 


The chief change last week was a considerable increase in 


Pini Mile? Sane. Dec.2. Nov 25. Nov.11| Per barrel was the rate on flour. The wheat of which it was 
ee 155,994 134489 132,402 144,802 made would be carried, at 7d. per bushel, for 2s. 74d. 
Milwaukee ... ....... . 70,008 106,887 112,689 —-108,322 | There is usually a greater difference in favor of wheat. 

POA. bis cs nian sens 235,000 244,376 245,091 243,124 
Wheat. bush.: istorical Development of th izati 
EE canteen cascstess 442,477 416.410 549,536 $40,121 Histo P se Iva thy 2 Foes gua mt of the 
Milwaukee ...........+. 243,258 192,518 215,642 204,157 ennsy'van allroad. 

ee 685,735 608,928 768,178 1,044,278 Jt 
Flour and wheat, at both The object of this paper is to give some facts in connec- 

places, bush.:. ..... 1,743,235 1,708,620 1,871,087 2,138,336 


tion with the developmeut of the organization of the Penn- 
sylvania Railroad Company, to show how and by what 
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steps this organization became what it is, and, so far as may 
be, why these successive steps in the development were 
taken. 

There is no subject about which young men in training 
for position seem more anxious for information than the 
division of authority and duty between the various offices 
which make up a raiiroad company. This anxiety is some- 
times based upon the misconception that definite and formal 
division of duty is a necessity in a good organization, and 
accompanying this a delusive hope that a knowledge of 
similar positions and duties in other companies will 
defiue limits in one’s own. It is true thatin each railroad 
there is a natural grouping of duties because of a necessary 
connection between them, but excepting those of purely 
technical character, and even sometimes, as regards these, 
the most practical question abcut the duties of any position 
usually is, ‘* Who is to fill it ?” and especially is this true in 
those early years of an organization when natural capacity 
rather than special training makes up the main difference 
between officcrs, and to some extent it must always remain 
true as regards those more responsible positions which will 
be filled by men who will strengthen the organization hy 
special capacity or experience rather than fit into any 
nicely divided set of responsibilities, 

A prelimivary statement of such common-place facts wil! 
prevent, it is hoped, misconception of what may be further 
said in stating the views of a variety of minds upon the 
other and more theoretical aspects of this question. 

At the time of the issue of its charter the organization oi 
the Pennsylvania Railroad Company consisted of S. V. Mer- 
rick, E:q., President; Geo. V. Bacon, Treasurer; J. Edga: 
Thomson, Chief Engineer, with assistant engineers. Her- 
man Haupt, one of the assistant engineers, was, however, 
soon appointed Superintendent of Transportation; and fo 
scme time Mr. Thomson bore the additional title of Genera: 
Superintendent. 

In August, 1849, Mr. Merrick resigned the presidency. 
but continued a director of the company, and Mr. W. C. 
Patterson was elected to his office, the salary of $5,000 con 
tinuing, notwithstanding an atteupt to reduce it to $3,C0C 
(the salary of the President of tle Baltimore & Ohio Rail- 


road Company), ou the ground that Mr. Patterson was not 
an ergineer. This movement on the part of a mincrity ot 


stockholders advocated the union of President and Chie 
Eagineer in one person, and probably wasone of the cause- 
leading to Mr. Thomson’s election to the presidency in 1853. 

Previous to this date Mr. Haupt had assumed the ful* 
duties of General Sup-rintendent, which however he resigned 
in the early part of 1852. Itis very plain that while there 
had been no clear, definite division of duties, he had in some 
meusure held a position of control over rates as well as over 
transportation, motive power, and perhaps, maintenance of 
way. Hehad advocated a policy which there is occasion even 
al the present day publicly to defend, namely “a uniform 
tariff of rates is not applicable to a business which is incon- 
stant and fluctuating. There is one principle which can be 
assumed asa general one and of universal application, and 
that is, that changes must be made when circumstances re- 
quire them; on no other, can the operations of a railroad be 
conducted witb success,’* 

The fact that Mr. Haupt could have been charged with 
insubordination indicates the looseness of the organization at 
this period. In 1853 he was appointed Chief Engineer of 
the company by Mr. Thomson. 

The first printed “organization” bears date November, 
1852. Its division of duties is as follows: Construction De- 
partment, under a Chief Engineer (Edward Miller); Trans- 
portation Department, under a “‘Superintendent” (Herman J, 
Lombaert), with four assistant superintendents: the first 
assuming charge of maintenance of way, the second motive 
power, the third becoming. local supermtendent at Pitts- 
burgh, and the fourth assuming the same position at Harris- 
burg. The First Assistant Superintendent (known also as 
Resident Engineer), was located at Altoona; the Second 
Assistant Superintendent (Mr. Enoch Lewis) was also located 
at Altoona; and under him were the foremen of shops, and 
a ‘‘Car Inspector of the Pennsylvania Railroud.” There 
were also a General Freight Agent, a General Ticket Agent 
antan Auditor, all responsible directly to the President. 
Under the Auditor was a ‘Clerk of Freight Department,” 
in charge of freight accounts. Finally the Treasurer, in 
charge of the Treasurer’s Department. The Vice President 
(Mr. Wm. B. Foster) signs the annual report with the Presi- 
dent for the first time in 1854. In 1854 there is also the be- 
giiniog, in the Superintendent’s report, of that careful aud 
thorough system of division of accounts for which the Penn- 
Sylvania road is so justly celebrated. No full and complete 
Statement of this division, however, appeared iu print until 
the second (in order) organization, issued in 1858; and it 
should be stated that this system of division, which has been 
exteusively adopted throughout the United States, had its 
orizin in a plan of accounts made for the Georgia Railroad 
by Mr. Thomson when its Engineer, and perfected by bim 
and Mr. Lombaert at this period, still further improved as 
to minute details by later officers of the Pennsylvania 
Railroad Company. In 1858 (the company at this date had 
obtained control of the entire line now known as the Penn- 
sylvania Railroad) the revised organization provides fora 
General SupevintenjJent, four divisio:: superintendents, two 
resident engineers, in charge of maintenance of way, anda 
Mister of Machinery im charge of motive power. The office 

of Controlier is also created, and filled (he becomes also 
Auditor) by Mr. Lombaert, formerly Superintendent. In 1859 
the ‘General Foreman of the Car Department” reports to 
tne General Superintendent (thos. A. Scott) as do also the 
resident engineers the Master of Machinery, and the Chief 
Engineer of the Canal Department. : 

* Keport of 183:2. 








For many years the title of Chief Engineer of the Penn- 
sylvania Railroad appears to have been dropped; but in 1862 
Mr. W. H. Wilson, who had been a Resident Engineer, filled 
this office, reporting to the General Superintendent. 

At this time the organization of the Pennsylvania Rail- 
road Company as it now exists began to take definite and 
fixed form; and we may with advantage point out its order 
of development as it has thus far taken place. 


At the beginning of its affairs, we see very plainly the 
chaos of inexperienced control. It is always a delicate mat 
‘er to discriminate as to relative meritsin a disagreement 
after a period has elapsed; a study of facts has, however, 
left some impressions. President Merrick was a man not 
careful to use tact, but possessed of a stability of character 
and mind making him in a certain sense the corner stone of 
the movement resulting in the Pennsylvania Railroad. He 
was or had been engaged in the manufacture of fire engines, 
ind his judgment in mechanical matters was bighly valued, 
although bis influence was more largely due to strong, pure 
character. To President Patterson, a man of hke character 
and a thorough gentleman, was due part at least of the 
financial success of the undertaking, and to him may be 
given the credit of choosing the men who made tbe road 
successful. We may be mistaken, but have reason to believe 

hat both Mr. Thomson, Mr. Scott and other successful 
men entered the service during Mr. Patterson’s ascendency. 

The Chief Engineei and the General Superintendent are 

the working organization in the beginning, but their posi- 
tions are not clearly defined; as practical men they do not 
hesitate to criticise the policy of their inexperienced supe- 
riors. The General Superintendent clearly sees, in the light 
of bis every-day experience, the sound and necessary policy 
m which rates must be based, and states his views at length 
inhis reports, although they are evidently opposed to the 
sontrolling policy of the company; it is the beginning of 
hat practical control of experience iu railroad affairs 
which exists throughout the world and must exist even 
when legislatures become railroad operators. 

It must not be supposed that the change of officers was 
affected quite on the issues here presented. There was a 
party and a party conflict. 


Nevertheless, we are inclined to believe that the ques- 
tion of practical experience as against inexperience had 
alsoa place which made it in some measure the principle 
involved. Mr. Patterson represented the party who suf- 
fered defeat which we believe to have been unfortunate for 
he road, not in the other party gaining ascendency, but in 
the loss to it of influences of the very highest characte”. 

Mr. Thomson was a man not without errors; but he pos- 
sessed strong characteristics which, we are inclined to be- 
lieve, developed the starting point of the road as an organi- 
zition. He organizes the company, and makes this theoreti- 
cal organization a fact by respecting the positions in 
which he places his subordinates. 

It is not here asserted that so vigorous a mind, which per- 
haps more than any other has left an impress on this great 
railroad, did not control and often determine the policy of 
his officers in their various departments; but if he at times 
and to a limited extent did this, his policy was known through 
their acts. He woud uphold a trusted officer to almost any 
degree, whatever this involved; and the strength of the 
Penusylvania organization lies to-day in the development 
of the principle, that control must flow through the 
organization, reaching subordinates only by the acts and 
words of their own immediate officers. This principle 
begets offivial self-respect, harmony of action and free 
dom of consultation between officers of various grades; and 
has prevented that injurious post mortem weakness of or- 
ganic cohesion often left by strong personalities in societies 
with which they have had to do. The admirable vitality 
of the principles embodied in the organization, the 
definite character of the influences which permeate it» 
bear evidence of an origin in strong personal power; 
the continued progress and vigorous development of 
internal policy by the road, which have justly given 
it the title of ‘the only road having an organization,”* 
bear still stronger evidence to the conclusion that the early 
subordinate officers were supported rather than created by 
this influence. The test of strength on the part of any 
organization is what becomes of it, and what it becomes in 
its development by its first principles on the devease of its 
originators. 

The various departments of the road group themselves in 
the course of their experience. Naturally, the general man- 
agement of transportation coutrols both motive power and 
maintenance of way, and at first the heads of these depart- 
ments are merely assistant superintendents. 


The accounting department finds its head in an indepen- 
dent officer, as does also the department controlling rates. 
The Vice-President is the President’s assistant in new enter- 
prises, and in affairs involving relations with other roads. 
By the organization of 1863 (revised 1865) the First Vice- 
President continu-s these duties, but they are now clearly 
defined. A second vice-presidency is created in charge of 
the accounts of tae company, and naturally develops into a 
care over finances. The President is given an assistant “who 
shall be an engineer,” and who begins that part of the organ- 
ization which we shall designate the President’s staff. The 
Transportation Department undergoes fundamental changes. 
The duties of the General Superintendent are more clearly 
defined; and it fal!s to him to define the duties of the Chief 
Engineer, Superintendent of Motive Power and Machinery: 
and of the Assistant Superintendent. He is also empowered 
under the directions of the President to make special rates 
for local freight on the road and its branches. 


The Assistant Superintendant is placed in special charge 
and oversight of the distribution of rolling stock. 

The organizations of these dates have small differences. 
About one point there appears to be change in the 
revised organization (1866) which is not made quite 
clear. In 1863 “Division superintendents shall on their 
respective divisions (subject to tbe direction and ap- 
proval of tbe General Superintendent) exercise all the 
powers delegated by the organization to the General Super- 
intendent, for the management of the road, its branches and 
connections, for the transportation of freight and passen- 
gers, including the movement of motive power employed 
thereon, whetber engaged fn the transportation of freight or 
passengers, or in the supply of food and material, etc.” 
* They shall carry into effsct such directions as the Superin- 
tendent of Motive Power and Machinery muy give from time 
to time, in relation to the maintenance of the locomotives, 
cars, and other machinery of the company. 

In 1866 division superintendents ‘ exercise all the powers 
of the General Superintendent which are necessary for the 
proper management, oversight and control of the division, 
except such as have been committed by him to his three 
assistants, viz., the Chief Eogineer, the Superintendent of 
Motive Power and Machinery, and the Assistant Superin- 
tendent, of which the division superintendents shall be kept 
informed by him”—no further definition of duties fol- 
lowing. 

The road is divided into three divisions, each in charge of 
a Division Superintendent, a Resident Engiveer, and fur- 
nished with a repair shop in charge of a Master Mechanic ; 
the Division Superintendent assuming all the powers of the 
General Superintendent necessary for proper management, 
oversight and control of his division, ‘*except such as have 
been committe. by him (General Superintendent) to his 
three assistants, namely, the Coief Engineer, the Superin- 
tendent of Motive Power and Machinery, and the Assistant 
Superintendent.” 

A like organization under a General Superintendent is es- 
tablished on the Philadelphia & Erie Railroad. 

Previous to this date (1866) purchase of supplies appears 
to have been committed first toa clerk, then to a Supply 
Agent, both responsible to the Genefal Superintendent: but 
a “Supplying Department” in charge of a Purchasing 

Agent is now created, which is to furnish supplies on order 
of the Gen+ ral Superintendent, or of such others only as he 
sball authorize. 

The Purchasing Agent is located at Philadelphia, and un™ 
der him, in charge of the storehouse, also located in Phila” 
delphia, is a Head Keeper of Stores. 

The General Freight Agen‘ and the General Ticket Agent 
are independent officers, responsible to the President. 

In the Accounting Departiuent (under the Second Vice- 
President and Controller) are the Auditor, First Assistant 
Auditor in charge of accounts relating to the earnings of the 
Pernsylvania Railroad; the Toird Assistant Auditor in sim- 
ilar charge of earnings of the Philadelphia & Erie Railroad; 
and the Second Assistant Auditor in charge of all dis- 
bursement accounts—whose signature is necessary previous 
to payment of any bill of whatever nature. 

General orders from the Accounting Department are to be 
sent through the General Superintendent to the officers and 
agents of the Transportation Department, including station, 
freight and ticket agents. 

A Legal Department is established by appointment of 
local solicitors for 11 distrigts on the Pennsylvania road, 
Philadelphia being one; and for four districts on the Phila- 
deiphia & Erie. These report to the Assistant Secretary.* 

Payment of wages to employés requires the signature of 
each to his pay-roli account. All other expenses are to be 
paid by a draft on the Treasurer 
‘*in the form of estimate or certificate, on which shall be 
copied the bills or the items fur which payment is made 
from a certified bill from the foreman or other proper re- 
ceiving officer, and from the contracting officer who shall 
certify that the articles were for the use of the company and 
purchased at the lowest cash rates—which certificates shall 
be endorsed by the head of the department for whose use 
the purchases were made, and shall have been examined 
and proved by the Second Assistant Auditor before being 
paid. When the amount of the pay-rolJs and vouchers has 
been ascertained, a certificate of the same, signed by the 
Cootroller, shall be sent to the Treasurer, upon receipt of 
which certiticate the Treasurer shall place the amvuunt re- 
quired to the credit of the Second Assistant Auditor. The 
amount thus placed to his credit shall be drawn by checks 
and vouchers of such amoun(s and at such times as may be 
necessary.” * * * “Ali instructions emanating from 
the board of directors or President in regard to the proper 
bu-iness of either of the departments shall be given through 
the bead ther-of.” 

‘*The appointment of all employés on the line of the road, 
not herein provided tor, aud tue defiving of their powers 
and duties, is hereby vested in the General Superintend- 

” 
oe The heads of the departments shall be held responsible 
for the good conduct of all employés in their respective de- 
partments, und shall have the power of dismissal when they 
think 1t for the interest of the company, reporting immedi- 
ately the cause thereof to the board.” 

So much has been quoted because this organization fixes 
the form and states many principles of the company; it re- 
mains in the main necessary, ia further statements, to note 
the changes which have come by the development of this 
organiz viion, although at least one new and most important 
principle does not here appear. 

The changes by the organization of 1869 and 1870 may be 
noted togetber. There are four vice-presidents; the first 
charged with relations with connecting lines; the second in 
charge cf accounts; the third charged with finances of pur- 
chased aud controlled lines; the fourth in charge of engineer- 
ing questions. 

The Engineering Department is established as an independ- 
ent one in charge of a Chief Engineer of Construction and 








*Quoted from a well known officer of another road. 


* Who afterward became General Solicitor. 
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Consulting Engineer of the Pennsylvania Railroad, located 1 


at Philadelphia. 

The Engineer of Maintenance of Way remains as assist- 
apt to the General Superintendent, and is aided by five 
resident engineers, one on each division of the road. It is 
not stated, however, whatare the relations of these assistants 
to the division superintendents. There is also appointed a 
Superintendent of Transportation responsible to the General 
Superintendent ; a General Solicitor, as an independent 
officer, in charge of the Legal Department; and two ‘‘general 
agents” at, resnectively, Pittsburgh and Philadelphia, re- 
sponsible to both the General Superintendent and the First 
Vice-President. 

In 1872, 1873 and 1874, the office of General Manager was 
created and defined. 

As defined by the organization of 1874, this officer is re- 
sponsible to the Fourth Vice-President, who for the first time 
assumes control of both transportation and rates, no change 
we have noted involving a more important principle. Pre- 
vious to 1878, except the President (taxed with a multitude 
of duties) no office of the company found its ambition and 
principal duty in earning not a revenue merely, but a profit, 
by rates. However it may have previously been on the Penn- 
sylvania Railroad, it certainly would not be untrue of the 
entire country, to claim that rates were made by those who 
did not control and were not responsible for expenses of 
transportation. 

Freight business cannot be conducted by a rule demanding 
a profit in every transaction; but to allow the entire busi- 
ness to be pushed to competitive prices by those who took no 
note of cost, and whose fixed ambition and attention was 
prejudiced by considerations involving ‘* the future,” was 
certainly an error. So faras the Pennsylvania road alone 
acted, this may not have been an important matter, since 
the policy of consultation was a check on all departments; 
but indirectly, as one of many roads, the Pennsylvania suf 
fered from this undisciplined ‘‘hopefulness” which it, per- 
haps, was the first to correct formally. All wise things are 
not done of purpose; but nevertheless the soundest priuci- 
ples, on this as on other occasions, were incorporated int® 
the organization by accidents of circumstance about which 
it is difficult to say whether the occasion only served a pur- 
pose, ora purpose took advantage of an occasion. 

This remark is applicable to several facts of this period, 
as that the Purchasing Agent became an independent of- 
ficer under the President, reporting to the Committee on 
Supplies of the Board, although consulting the General 
Manager on all purchases as matters of his department; and 
that a real estate officer (an experienced chief engineer of 
the company) was placed in charge of real-estate affairs. We 
pass over the detailed features of the organizations of these 
years, and of 1881, in order to describe fully the similar but 
more complete organization of the present year. 


GMeneral Qailroas Wews. 
MEETINGS AND ANNOUNCEMENTS. | 


Meetings. 

Meetings will be held as follows: 

Chicago & Lake Superior, meeting to elect directors, at 
the Astor House in New York, Dec. 20. The meetiug is 
called by a committee of stockholders. 

P ge é& fittsburgh, annual meeting, in Cleveland, O., 
Jan. 3, 

Boston & Lowell, annual meeting, at the passenger station 

in Boston, Jan. 3, at 10.30 a. m. 
Dividends. 

Dividends have been declared as follows: 

New York Central & Hudsov River, 2 par cent., quarterly, 
payable Jan. 15. Transfer books close Dec. 15. 

Oregon & Transcontinental Co., 14% per cent., quarterly, 
payable Jan 10. Transfer books close Dec. 21. This is the 
first dividend. 

Old Colony, 34 per cent., semi-annual, payable Jan. 1. 
‘Transfer books close Dec. 15. 

New York, Lackawanna d& Western (leased to Delaware, 
Lavkawanna & Western), 114 percent., quarterly, payabie 
Jao. 2. This is the first dividend under the lease. 

Lehigh Valley, 2 per cent., quarterly, payable Jan. 15. 
Travsfer books close Dec. 18. 

Western Union Telegraph, 114 per cent., quarterly, pay- 
able Jan. 15. Transfer vooks close Dec. 20. 

Manhattan, 11 per cent., quarterly. on first and second- 
an stocks, payable Jan. 2. Transfer books close 

ec, 20. 














Foreclosure Sales. 

The Marietta & Cincinnati road was scld at Chillicothe. 
Q., Dec. 9, under the decree of foreclosure of mortgage 
granted by the Ohio Court of Common Pleas, and was 
bonght for $4,375,000 by the committee representing the 
bondholders and other creditors. The purchasers paid the 
$100,000 cash required by the terms of the sale, and will 
pay the balance when the sale isconfirmed. The sale covers 
276 mile of road on which there were $14,000,000 stock and 
$20,009,000 mortgage bonds. 

A plan of reorganization of the company has bzen adopted 
and signed by holders of about 95 per cent. of the securities. 
It has been heretofore so fully set forth that it is not 
necessary to repeat it here. 

December Meeting of the Car-Builders’ Club. 

The December meeting will be held on Thursday evening 
De2. 21, in the rooms No. 113 Liberty street, New York. 
The subject for consideration will be ‘** Gauges for Measuring 
Screw-Cutting Tools and Standard Sizes of Bar-Iron.” 
Specimen gauges will be exhibited by the Pratt & Whitney 
Company, and examples of screws cut in iron of varying 
diameters by Hoopes & Townsend, will be submitted to the 
meeting. A representative of the Harvey Manufacturing 
Company, will explain the features of the Harvey patent 
interchangeable and self-fitting nut, and will show specimens 
of the same. An interesting meeting may be expected and 
it is ho that manufacturers of bar-iron will be present, 
and will explain how near to standard sizes it is practicable 
to roll iron. 

Western Association, General Passenger & Ticket 
Agents. 

This Association met in Indianapolis. Dec. 12, pursuant to 
‘adjournment. The = of the division of Pacific rates 
was taken up and the following resolution passed : 

“ Ressheod. 





That the Secretary of the Association be in- 
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structed to notifv the Pacific coast lines that on and after 
Jan. 1, 1883, all lines running east from Kansas City, 
Leavenworth, Atchison, St. Joseph, Pacific Junction and 
Council Bluffs, will demand their proper proportions of rates 
bused on second class rates from said points to all points 
east thereof as their portions of through second and third or 
emigrant rates from the Pacific coast to all points east of 
the above-named points.” 

The question of theatrical rates was taken up and dis- 
cussed, but no action was taken. 





ELECTIONS AND APPOINTMENTS. 


Alexandria & Fredericksburg.—The following appoint- 
ments have been made, to date from Dec. 1, 1882: John 8. 
Wilson, Genera) Freight Agent, with office at Philadelphia ; 
Ww. H. Joyce, Division Freight Agent, with office at Balti- 
more, 





Allegheny Central.—At the annual meeting in New York, 
Dec. 6, the following directors were chosen: A. N. Martin, 
F. B. Jenkins, H. A. V. Post, C. E. Kimball, C. C. Pomeroy, 
M. G. Post, H. L. Larned, A. J. Wellman, A. H. Mines, F 
W. Higgins, M. F, Blair, Frank 8. Smith, George C. Chap- 
man. The directors subsequently organized by electing the 
following officers: President, Frank S. Smith; Vice-Presi- 
dent, Archer N. Martin; Treasurer and Secretary, Charles 
E. Kimball. 


American Society of Civil Engineers.—The following list 
of officers for the ensuing year has been prepared by the 
Nominating Committee and submitted to members to be 
voted on: President, Charles Paine ; Vice-Presidents, Wm. 
H. Paine, Henry Flad ; Secretary and Librarian, Jobn Bo- 
gart: Treasurer, J. James R. Croes: directors, George 8. 
Green, Jr., Joseph P. Davis, Wm. Metcalf. Wm. E. Merrill, 
Wm. G. Hamilton. Letter ballots must be sent in before 
Jan. 17 next, when the annual meeting of the Society will 
take place. 


Austin & Northwestern.—Mr. A. L. Rbhomberg has heen 
appointed General Freight and Passenger Agent, with office 
in Austin, Texas, 


Baltimore & Ohio.—At a meeting of the board in Balti- 
more, Dec. 13, Mr. John W. Garrett was unanimously re- 
elected President, then entering on his twenty-fifth corsecu- 
tive year of service in that office. Mr. Garrett made a short 
address relative to the history and organization of the com- 


ny. 

The board elected Samuel Spencer Second Vice-President, 
to fill a vacancy, and chose Orland Smith Third Vice-Presi- 
dent to succeed Mr. Spencer. Mr. Smith was formerly 
General Manager of the Columbus & Hocking Valley and 
the Columbus & Toledo roads. 


Baltimore & Potomac.—The following appointments have 
been made, to date from Dec. 1: Mr. John 8. Wilson, Gen- 
eral Freight Agent, Philadelphia; Mr. Wm. H. Joyce, Divi- 
sion Freight Agent, Baltimore. 


Boston & Maine —Atthe annual meeting in Lawrence, 
Dee. 18, the following directors were chosen: Samuel E. 
Spring, Portland, Me.; Nathaniel W. Farwell, Lewiston. 
Me.; Amos Paul, South Newmarket, N. H.; Wm. 8S. Stev- 
ens, Dover, N. H.; Nathaniel G. White. Lawrence, Mass. ; 
James R. Nichols, Haverhill, Mass.; George C. Lord, New- 
ton, Mass.; Nathaniel J. Bradlee, John Felt Osgood, Boston. 
There is no change from last year. 


Buffalo & Southwestern.—This company has elected John 
F. Moulton, President; James Adams, Vice-President; W. S. 
Bissell, Secretary and Treasurer. The road is leased to the 
New York, Lake Erie & Western Company. 


California Southern.—Mr. J. N. Victor has been ap- 
pointed Superintendent, and will continue to act as General 
Freight and Passenger Agent also. 


Castle Garden Trunk Line Agency.—The four trunk lines 
have appointed as Joint Agent at Castle Garden, to super- 
vise the distribution of the immigrant traffic, Mr. H. J 
Jackson, Secretary of the Board of Emigration and Super- 
tendent of Castle Garden. 


Central Pacific.—The following appointments have been 
made, taking effect Dec. 1: William McKenzie, Assistant 
General Master Mechanic ; G. J. Turner, Assistant Master 
Car Builder ; with headquarters at Sacramento, California. 


Chicago & Northwestern.—The office of W. H. Fitch, As- 
sistant Superintendent of the Madison Division has been 
transferred from Madison to Baraboo, Wis. Mr. R. A. 
Cowan has been appointed Master of Transportation, with 
office at Baraboo. Mr. George Wentworth is appointed 
Chief Train Dispatcher for the main line of the division, at 
Madison, and Mr. Joseph Daubner Train Dispatcher for the 
Montfort line. 


Cincinnati, Hamilton & Dayton.—Mr. George 8S. Griscom 
is appointed General Superintendent of this road and its 
leased lines, with office in Cincinnati. 

Mr. Griscom was fcrmerly Superintendent of the Eastern 
Division of the Pittsburgh, Ft. Wayne & Chicago road. He 
left that road about a year ago, and was for a short time 
connected with the Pittsburgb, Chartiers & Youghiogheny, 
when he was appointed General Superintendent of the 
Chicago & Western Indiana. 


Delaware, Lackawanna & Western.— Mr. A. Fell has 
been appointed General Western Agent, with office in Buf- 
falo. He has been connected with the Blue Line for a num- 
ber of years. 


Eastern.—At the annual meeting in Boston, Dec. 13, the 
following directors were chosen: By the certificate-holders, 
George E. B. Jackson, Richard Olney, Jacob C. Rogers, 
Jonas 8. French, Samuel C. Lawrence, George 8. Morison ; 
by the stockholders, John Cummings, Charles Houghton, 
Arthur Sewall. The board elected George E. B. Jackson, o 
Portiand. President, in place of E. B. Phillips, who declined 
re-election. 


Hartford & Connecticut Valley.—At the annual meeting 
in Hartford, Conn., Der. 12, the following directors were 
chosen: Samuel Babcock,Wm. D. Bishop, Richard D. Hub- 
bard, C. M. Pond, H. C. Robinson, D. C. Spencer, E. H. 
Trowbridge, George H. Watrous, Nathaniel Wheeler. The 
road is controlled by the New York, New Haven & Hartford 
Company. 


Humboldt Bay & Eel River.—The directors of this new 
company are: A. A. Curtis, W. 8. Gage, F. F. Low, John 
A. Paxton, James A. Rigby. Office in San Francisco. 


Indiana Pacific.—The directors of this new company are: 
Samuel Fraree, R. A. Curran, William Sear, Charles D. 
Rippey, Hiram B. Stanley, Benjamin Yobn, Joel Hall, Oli- 
ver P. Johuson, H. M. Bicknell 
baugh, John Thumma, George Lightcat, James A. Barns, D. 
D. Snyder. 


Little Rock & Fort Smith.—Mr. Horace G. Allis, is ap- 
pointed Local Auditor, vice J. W. Gay, deceased. Mr. Allis 


A. M. Jackson, H. A. Sham- 
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took charge of his office Dec. 7, 1882. All commnnica- 
tions pertaining to the Auditor’s Department should be 
addressed to Mr. Allis, at Little Rock, Ark. 


Missouri Pacific.—Mr. H. A. Johnson, late contracting 
agent in St. Louis, has been appointed Assistant General 
Freight Agent in place of G. W. Cale, who has gone to the 
St. Louis & San Francisco. 


Mobile & Ohio.—At the annual meeting in Mobile, Dec. 7, 
the directors nominated by the dehenture-holders were 
formally elected, as follows: W.H Pratt, Moses Waring, 
Henry Hall, Cornelius H. Clark. Adrian Iselin, Jr., Jacob 
Hays, August Belmont, Jr., W. H. Hays, James H. Fay. J. 
eibeen. E. L. Russell, A. L. Rives, W. Butler Duncan. 


New York d&: New England. —The following circular from 
General Manager Felton is dated, Boston, Dec. 8 : 

‘* Hereafter, the management of the telegraph lines of this 
company will be placed under the charge of an officer, to be 
known as Superintendent of Telegraph. He will have charge 
of the operators, line repairers, electric signals, and every- 
thing pertaining to the Telegraph Department. He will be 
assisted on each division by the Chief Truin Dispatcher, who 
will perform the duties of Chief Operator. The Superin- 
tendent of Telegraph will be subject to the general direc- 
tions of the superintendents on their respective divisions, 
but will be responsible directly to the General Manager. 
Under this order, Mr. G. L. Lang, is appointed Superiuten- 
dent of Telegraph, with headquarters at Boston.” 

Mr. Ross Kells is appointed Superintendent of Motive 
Power. Mr. Kells is known asa master mechanic of Jong 
experience, who has held responsible positions with credit. 
He was recently on the New York, Chicago & St. Louis, to 
which road he went from the Pittsburgh, Cincinnati & St. 
Louis. 

New York, Philadelphia & Norfolk.—The officers of this 
company are: U.H. Painter, President; William Painter, 
Vice-President; M. H. Tavlor, Secretary and Treasurer: 
J. L. Bates, Superintendent and General Passenger and 
Freight Agent. 


New York, Providence & Boston.—At the anuual meeting 
in Providence, Dec. 13, the following directors were chosen: 
Charles H. Salisbury, Providence, R. I.; Nathan F. Dixon, 
Westerly, R. I.; Henry Howard, Coventry, R. I.: A. S. 
Matthews, Stonington, Conn.; John A. Burnham, Boston; 
Samuel D, Babcock, D. S. Babcock, J. Boorman Johnston, 
George F. Miller, Edward Morgan, Henry Morgan, New 
York. 

Pennsylvania.—Capt. John N. Abbey has been appointed 
Passenger Agent of the Midd'e District, just formed 
by consolidating the three passenger districts centering in 
Philadelphia, Harrisburg and Buffalo. The lines included 
are the company’s New Jersey lines south of Manunka 
Chunk, New Brunswick and Sea Girt; Tuckerton Railroad; 
Philadelphia & Atlantic City; Camden & Atlantic; West 
Jersey; Philadelphia, Wilmington & Baltimore (north of 
Baltimore); Cumberland Valley; Shenandoah Valley: Han- 
over Junction, Hanover & Gettysburg: Northern Central 
Railroad (north of Baltimore) and branches; Philadelphia 
& Erie Railroad Division, between Sunbury and Will isms- 
port. including Sunbury, Hazleton & Wilkesbarre and North 
& West Branch Railroad; Peunsylvania Railroad Division, 
Harrisburg and east thereof. In addition, Mr. Abbey will 
have charge of all ticket agencies in central and western 
New York. 


Pennsylvania, Slatington & New England.—Mr. E. J. 
Fallon is appointed General Freight and Passenger Agent. 
He recently held the same position on the Cincinnati, Selina 
& Mobile road. 


Pittsburgh, Chartiers & Youghiogheny.—The officers 
of this new road are as follows: J. E. Schwartz, President; 
R. T. Hill, Secretary and Auditor; Haz2n Brown, Treasurer: 
Joseph Ramsey, Jr., General Manager; N. P. Ramsey, 
General Freight and Passenger Agent. General offices in 
Pittsburgh. 


Portland & Rochester.—At the annual meeting in Port- 
land, Me, Dec. 6, the following were elected .directors: 
Samuel E. Spring, George C. Lord, William L. Putnam, 
Richard Olney, Nathan Webb, Stephen J. Young, George 
P. Wescott, Joseph S. Ricker, Charles McCarthy, Jr. ; Clerk, 
William H. Conant. 


Providence & Springfield.—At the annual meeting in 
Providence last week the old board was re-elected, as fol 
lows: Horace A. Kimball, Edward Pearce, Jr., Jobn L. 
Ross, Wm. Tinkham, Providence, R.I.; James O. Inman, 
Albert L. Sayles, Pascoag, R. I ; Sydney Dillon, New York. 
The board re-elected Wm. Tinkham, President ; Jabez C. 
Knight, clerk ; E. W. Tinkham, Treasurer. 


Rhode Island & Massachussetts.—At the annual meeting 
Dec. 13 the following directors were chosen: Jesse Boyn- 
ton, A. B. Chace, James Chace, H. Conant, Darius Goff, G. 
8. Littlefield, E. K. Ray, J. G. Ray, J. P. Ray. The road is 
leased to the New York & New England Company. 





Richmond & Allegheny.—At the annual meeting in Rich- 
| mond, Dec, 12, the following directors were chosen: Decatur 
| Axtell, A. Y. Stokes, Charles E. Wortham, Richmond, 
| Va.; Samuel Thomas, Columbus, O.;: Wm. L. Scott, Erie, 
| Pa.: Myron P. Bush, Buffalo, N. Y.: Wm. H. Barnum, 

Lime Rock, Conn. ; C. 8. Brice, F, O. French, J. L Humfre- 
| Ville, Lawrence Myers, Samuel Shethar, J. W. Simpson. 
| New York. 7 


Richmond & Danville.—At the annual meeting in Ricli- 
mond, Va., Dec. 13, the fullowing wore chosen : ‘President, 
| 4. 8. Buford, Richmond ; directors, John P. Branch, F. M. 
| Logan, Richmond : W. Bayard Brown, Wm. P. Clyde, K 
| Baring Gould, Robert Harris, John A. Rutherfurd, F. B 
| Wallace, New York. 


Sabine & East Texwas.—Mr. A. T. Smith is appointed 
| Superintendent in place of John B. Morford, resigned. 


| St. Louis, Hannibal & Keokuk.—Mr. W. W. Walker, 
formerly Vice-President, is now President and General 
| Superintendent. 


St. Louis d& San Francisco.—The following circular bas 
been issued by General Manager Rogers: 
| “Mr. T. E. Cassidy, on account of ill-health, has resigned 
| the position of General Freight Agent of this company, and 
| will be assigned other duties. 
| ‘Mr. George W. Cale has this day been appointed Gener 
jal Freight Agent of this company. All communications 
| relating to the Freight Department should be addressed to 
| bim.” 
| Mr. Cale was recently Assistant-General Freight Agent 
— the Missouri Pacific road. 


| Syracuse, Binghamton & New York.—At the annual 
meeting in Syrecuse. N. Y., last week, the following direc 
| tors were elected : Samuel Sloan, Wiiliam E. Dodge, Percy 
| R. Pyne, George Bliss, U. A. Murdock, E. F, Holden, Fred 
| H. Gibbens. B. G. Clarke, Fred F. Chambers, W. K. Niver 
M. Taylor Payne, Edgar Auchincloss, Arthur D. Chambers. 
The road is controlled by the Delaware, Lackawanna & 
Western Company. 
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PERSONAL. 


—Mr. H. C. Lowrie has been re-elected City Engineer of 
Denver, Col. 





—Mr. Joseph A. Osgood has resigned his position as Chief 
Engineer of the California Southern road. 


—It is reported that Mr. James C. Clarke, Vice-President 
of the [llinois Central Company, will shortly resign and 
devote his time to bis private business. 


—It has been reported that Mr. George H. Watrous would 
shortly resign bis position as President of the New York, 
New Haven & Hartford Company, but Mr. Watrous himself 
denies the rumor. 


—It is reported that Mr. A.C. Bird, General Freight 
Agent of the Wabash, St. Louis & Pacific, will shortly leave 
that road to take an important position on the Chicago, 
Milwaukee & St. Paul. 


—Robert 8. Crampton, for five years past Cashier and 
Paymaster of the Little Rock & Ft. Smith road, has been 
missing from Little Rock for a week, and his accounts are 
said to be about $10,000 short. 


—Mr. Charles C. Trowbridge, one of the oldest citizens 
of Detroit, and formerly President and Receiver of the De- 
troit & Milwaukee Company, will be 83 years old on Dec. 29 
next, and a number of his fellow townsmen have tendered 
him a public dinner on that occasion. 


—Governor-elect Cleveland of New York, has appointe | as 
engineer in chief on bis military staff, Mr. George 8S. Field, 
President of the Central Bridge Company, of Buffalo; and 
as Commissary-General of Subsistence, Mr. Austin Lathrop, 
of Corning, who is an extensive railroad contractor. 


—Mr. Albert Hebbard, senior member of the Hebbard Car 
Spring Company, inventor of the Hebbard spring and ori- 
ginator of the open spiral spring system for railroad cars, 
died at his residence in Knoxville, Tenn., Dec. ¥, in the 
sixty-third year of his age. His death was caused by paraly- 
sis of the brain. 


—Mr. Ross Kells, Superintendent of Motive Power of the 
New York, Chicago & St. Louis road, has resigned,and will 
accept a similar position on the New York & New England. 
Mr. Kells was formerly on the Fittsburgh, Cincinnati & St. 
Louis, and went to the New York, Chicago & St. Louis a 
few months ago. 

—Mr. John H. Morford bas resigned his position as Gen- 
eral Superintendent of the Sabine é& East Texas road, which 
he assumed only for a time until the road should be com- 
pleted aud in working order. Mr. Mortord returns to his 
position as Superintendent of Ferries for the Central Raul- 
road, of New Jersey. 


—Mr. T. E, Cassidy has resigned his position as General 
Freight Agent of the St. Louis & San Francisco road, on 
account of continued ill health. Mr. Cassidy began railroad- 
ing in England, but came to this country some 15 years ago, 
aud served on the Erie, the Union Pacific, the Missouri, 
Kansas & Texas and the Missouri Pacific before going to the 
St. Louis & San Francisco four years ago. 


—Sir Hugh Allan, for many years a prominent figure in 
Canadian commercial aud political affairs, died at Edin- 
burgh, Scotiand, very suddenly on the morning of Dec. 9. 
He was chief owner of the Allan Line steamers running to 
Montieal, Portland and Baltimore, and was also largely in- 
terested in Canadian railways. He was prominently con- 
nected with the earlier history of the Canadian Pacific. For 
a number of years he bad lived part of the year in Mon- 
trea! and part at a house be owned near Edinburgh. 


TRAFFIC AND EARNINGS. 


The Northwestern Railroad War. 


Another conference was held in New York, Dec. 8. The 
Omaha roed was represented by President H. H. Porter, 
kirst Vice-President Benjamin Brewster and B. R. Bishop, 
a director; the Rock Island by Hugh Riddle, President, K. 
R. Cable, Vice-President and General Manager, and David 
Dows, Vice-President; the Northwestern by Albert Keep, 
President, Marvin Hughitt, Vice-President, and M. ‘. 
Sykes, Secretary; and the St. Paul by Alexander Mitchell, 
President, 8. S. Merril, General Manager, and T. Milbank, 
a director. 

The discussion continued some time and was only closed 

by an adjournment, all the roads holding to their respective 
yOSILIONS. 
' On the following day anotber meeting was held, when a 
committee consisting of the President of the Omaha and the 
general managers of the Rock Island, St. Paul and North- 
western roads was appointed to prepare a plan of settle- 
ment. 

This committee held several meetings, but was unable to 
agree upon any plan, and so reported at a general meeting 
held Dee. 11. A pruposition was then made to restore rat+s 
aud leave all questions to be settled by arbitration, but it 
was not accepted. The committee was increased by the ad- 
dition of Messrs. David Dows and Alexander Mitchell, and 
was continued. 

At another meeting of the committee held Dec. 12 it was 
agreed to drop the territorial question which has been so 
troublesome. It is said that this was accomplished by a sort 
of general understanding that no more roud was to be built 
by any of the contending parties, aud the committee then 
proveeded to discuss the question of a division of traffic. 

The final meeting was held on Dec. 13, when an agree- 
ment was made to restore rates at once and to maintain 
them in future. All the details of the agreement are not 
made public, but it is understood to be simply a contract to 
maintain rates for one year, restoring matters to very much 
the condition in which they were before the war begun. It 
was agreed to impose a small fine for cutting rates, and to 
refer all disputed questions to the joint action of the general 
managers of the roads. 

Orders were immediately telegraphed to restore rates, 
and the war ended as suddenly as it began. Nothing has 
really been settled by it, the territorial question having 
been dropped before the settlement was reached, and all 
troublesome questions having been, apparently, simply put 
aside for the present. 


Pacific Coast Passenger Rates. 


A circular from the General Passenger Office of the Union 
Pacific Company announces that its lines are again open to 
passenger traffic to Los Angeles via Lathrop and points on 
the Central and Southern Pacific roads between Latbrop 
and Los Angeles. Rates to Los Angeles are from Omaha: 
First class, $111.50; hmited first-class, $100; second-class, 
$78; emigrant, $47.50. To Newhall the rates are the same 
as to Los Angeles; to Goshen and Fresno the liwited rates 
are the same, but unlimited first-class fare is $130.20 to 
Goshen and $107.85 to Fresno. 

The company also announces that tickets will be sold at 
the same rates from Kansas City, Leavenworth and St. 
Joseph as from Omaha to all Central Pacific points, except 


to points east of Battle Mountain, Nev., or reached by stage 
from Kelton, Utah, To those points first-class fare will be 
$4 higher than from Omaha. 

Railroad Earnings. 


Earnings for various periods are reported as follows: 
Eleven months ending Nov 30: 
> 








2. 1881. Inc. or Dec. Pt. 
Bur., C. Rap. & No.$2,554,617 $2,026,224 I. $528.393 26.1 
Central Iowa........ 1,062,949 865,491 I. 197,458 22.9 
Central Pacific...... 23,708,176 21,868,920 I. 1,839,256 8.4 
Ches. & Ohio........ 3,068,739 2,497,839 L 570,900 22.8 
Chi. & Alton......... 7,466,024 6,910.928 L 555.096 8.0 
Chi. & Eastern Ill... 1,637,240 1,487,338 I. 149,902 10.1 
Chi, & Gd. Trunk.... 2,044,526 1,423,302 L 621,224 43.6 
Chl., Mil. & St. P....18,423,000 15.171,187 I. 3,251,813 21.4 
Chi., St. P.,Min. & O. 4,599,843 3,589,346 I 1 010,497 3.1 
Cleve., Akron & Col. 466,291 385,725 = L. 80,566 20.8 
Denver & RioG.... . 5,981,760 5,563,396 IL. 418,364 7.5 
Net earnings....... 2,509,479 2,345,102 IL. 164,399 7.0 
Det., Lan. & No..... 1,467,624 1,255,557 L 201 967 17.0 
Gulf, Col. & 8. F.... 1,387,466 920.1 1. 467,348 50.8 
Ill. Cen.. DL. lines.... 6,371.775 6,160.870 I. 220,905 36 
Iowa lines ........ 1.762. 1,672,052 I. 90,403 5.4 
Lake Erie & West... 1,852,552 1,268,455 LI. 84,097 6.6 
N. Y. & N. England. 3.127.113  2,569.879 I. 557,234 21.8 
Norfolk & Western.. 2,190,213 2,061.589 IL 128,625 6.2 
Ohio Central........ 462, 621.980 L 340,884 548 
St.L.,A. & T.H.,m.1. 1,262,096 1,327,868 D. 66,772 5.0 
Belleville Line..... 797,746 681,832 IL 115,914 17.0 
St. P. & Duluth...... 1,015,062 657,083 I. 357,979 54.5 
St. P., Minn & Man. 8,011,255 4,350,697 I. 3,660,558 84.1 
Scioto Valley........ 493,254 403,154 IL. 90,100 223 
Tol., Ciu. & St.L.... 862,802 626,896 I. 235,906 37.6 
Ten months ending Oct. 31; 
Bur , C’r Kap. & No.$2,276,188 $1,824.044 I. $452.14. 24.8 
Net earnings ..... 784,027 496,951 I 287,076 = 57.7 
Chi , Bur. & Q’ncy..17,324,328 17,454,832 D 10.509 0.7 
Net earnings...... 8,290,685 8,664,661 D 373,966 4.3 
D. M. & Ft. Dodge.. 286,756 330,982 D. 44,226 13.4 
Net earnings ..... 89.529 15,709 I 74,830 476.7 
Louisv. & Nash......10,552.741 9,125,360 IL. 1,427,371 15.6 
Net earnings...... 3.992,685 3,376,972 I 615.713 18.2 
CoP TOS... WER Sencdeee ws ee Sic ccceee ‘biseae 
ee SR. ss Tn as een hsnee tents 
West Jersey . ..... 968,092 861,714 1. 106,378 12.3 
Net earnings...... 429,303 381,454 I. 47,849 23 
Month of October : 
Central, of Ga...... $426,500 $414.489 I. $12,011 2.9 
Net earnings... .. 241.346 188,859 L 52,487 27.8 
Chi. B’r & Quincy... 2,270,444 2,041,001 I. 239,443 11.5 
Net earnings...... 1,307,056 1,152,723 IL. 174,333 15.5 
Margq., H’t'n & Ont.. 118,218 1UL.736 1. 16,482 16.2 
Net earnings... .. 61.934 66,298 D. 4.364 6.6 
OregonImp. Co. ... 435,668 ........... ict dvd waned: Mdowsbe 
Net earnings...... DE .<0:c00ce cent aia) beseatesas “KcebBe 
Month of November : 
Bur., Cr Rap.& No. $278,429 $202,189 L. $76,249 37.7 
Central Iowa. 5s 91.5 L 14.780 16.1 
Central Pacific D. 95,971 24 
Ches. & Ohio.. ie 57.628 25.1 
Chi. & Alton........ 4 19,77: 11.3 
Chi. & East. Ill... I. 535 17.9 
Ohi, Mil. & St. P.... 2072,000 I. 2, 32.0 
Chi., St. P., M. & O.. 7.5! IL. 124,674 31.7 
Cleve., Ak. & Col... ‘ I. 5,862 15.9 
Det., Lan. & No.... 138,840 121,992 I. 16,848 13.8 
E. Tenn., Va.& Ga.. 343,173 304,237 L. 38.936 128 
Evansv. & T. H..... 59.445 51,889 L 7.556 145 
Gn, B.. W. & St. P 44,323 41,720 L 2,603 6.2 
Gulf, Col. &S.F.... 244,597 131,425 1. 113,172 86.3 
lil. Cent., lll. lines.. 579,419 572,549 I. 6,879 12 
lowa lines ...... 172,725 164,678 I. 8,047 4.9 
Lake Erie & W....... 134,297 108,370 I. 24,927 23.1 
Little Rock & F.s.. D,? 65.5 L. 24,980 35.4 
Net earnings .... 59,000 33,381 TL 25.619 77.6 
L. R., Miss. R. & T.. 44.910 32,036 I. 12,874 40.2 
N. Y. & N. Eng..... 276,184 240,764 I. 35.420 14.7 
Norfo'’k & W’n...... 246,468 228,995 I. 17,473 7.6 
Ohio Central.. .... 103,463 81,935 I. 21,528 26.2 
Ohio & Mississippi.. 421,161 343,79. L 77,368 22.5 
Ohio Southern...... 36,625 30,414 L 6.211 20.6 
St. L., A. & T. H., 
Main Line ........ 133,630 105,506 iL. 28,124 26.5 
Belleville Line.... 72,410 64289 IL. 8,121 12.7 
St. P.& Duluth..... 127,928 78,282 =I. 49,646 63.6 
St. P..M. & Man... 913,354 508.530 = 1. 404,804 79.6 
Scioto Valey....... 46,266 43,802 I. 2,304 5.4 
Tol., Cin. & St. L.... 84,899 65,000 I. 19,899 30.6 


First week in November: 
Denver & K.G...... $119,600 $157,000 
Long Island......... 41,214 34,372 


Grain Movement. 

For the week ending Dec. 2 receipts and shipments of grain 
of all kinds at the eight reporting Northwestern markets and 
receipts at the seven Atlantic ports have been, in bushels, 
for the past nine years : 

Northwestern shipments.-— 


$37,400 234 
6,842 20.2 


=~) 





Northwestern Fr. Atlantic 

Year. receipts. Total. Ry rail. byrail. receipts. 
1874... 2,303,488 451,462 451,462 100.0 1,459,521 
1875 166,262 1,147,092 1,147,092 100.0 1,762,818 
1876... 2,658,871 1,424,702 1,380,369 97.0 2.792.414 
1877... 2,096,702 1,131,260 898,066 79.4 3,283,165 
178... 4,047 916 1,696,362 1,00:2,234 59.0 3,543,142 
1879... 4,170,956 1,366,546 1,139,425 83.4 5.418,024 
3,277,< 1,441,372 1,346.852 93.5 4,342,028 
2,162,303 1.835.233 85.0 2,716,486 

2,879,750  2.160,290 75.0 4,389,644 





Thus the receipts of the Northwestern markets for the 
week were this year 60 per cent. more than in the cor- 
responding week of last year, and equalled in no correspond- 
ing week except 1880. They were 644,000 bushels more 
than in the previous week of tnis year, and were the largest 
for four weeks. 

The shipments of these markets were a third larger than 
last year, and have been exceeded in the corresponding 
week of no previous year. It was the last week of lake ship- 
ments and these were very small, thovgh larger than io 
most corresponding weeks. The total shipments were the 
smallest since July, but there is always a fallmg off at this 
time, and this year it is much less than usual. The’ ship 
ments down the Mississippi were 155,186 bushels, or 5.4 per 
cent. of the whole. 

The Atlantic receipts for the week have been exceeded in 
no corresponding week except 1879, and were 60 per cent. 
more than last year. They were a little less than the week 
panes but, with that exception, were the largest for ten 
weeks. 

Of the Northwestern receipts Chicago had 44.2 per cent. ; 
St. Louis, 24.4: Milwaukee, 9.4; Peoria, 8.9: Duluth, 5.4; 
Toledo, 5.3; Detroit, 2.3, and Cleveland 0.1 percent. Du- 
luth appears again, for the second time in seven weeks, with 
large receipts ;_ its reports are apparently made irregularly, 
and each to include all received since the last report. There 
will be hereafter no reason to send grain to Duluth, unless 
it is known that it will be held all winter. The gain over 
the previous week is at Duluth, St. Louis and Chicago. The 
gain is whollv in corn, of which the receipts have now be- 
come positively largest—larger in this week than in an 
corresponding week at least as far back as 1878, and 9 
per cent. of it went to Chicago, St. Louis and Peoria. 

Of the Atlantic receipts New York bad 69.3 per cent. ; 
Beltimore, 11.6; Boston, 7.6; Philadelphia, 6.4; New Or- 
leans, 3; Montreal, 2, and Portland 0.1 per cent. There is 
notbing notable in the distribution, except that New York’s 
proportion is unusually large. Corn does not make any 
such figure in the seaboard receipts as in the Northwestern 
receipts, a very large proportion of the latter being consumed 








before it reacbes the seaboard; but the receipts of wheat 
and flour are much larger at the seaboard than at the North- 
western markets. The stock of corn “in sight”—that is, in 
store at the various grain markets east and west—has in- 
creased from 4,067,000 bushels Nov. 11, to 6,460,000 Dec. 2; 
and nearly two thirds of the increase was in the last week. 
Only 1,587,000 of the corn in sight was east of Buffalo, 
which is a very light supply. At this time last year the 
stock in sight was 18,800,000 bushels; in 1880 it was 15,- 

The exports of the Atlantic ports in the week ending Dec. 
2 were 1,455.491 bushels, of which 54,1 per cent. went from 
New York, 35.6 from Baltimore, 6.5 from Philadelphia, 3.4 
from Boston, and 0.4 per cent. from New Orleans. The 
exports continue to be nearly all wheat. 

For the week ending Dec. 6 the exports were 1,401,521 
bushels of grain and 133,593 barrels ot flour this year, 
against 1,891,384 bushels and 55,378 barrels in 1881, and 
2,469,577 Lushels and 139,999 barrels in 1880. 

For the week ending Dec. 9 receipts and shipments at Chi 
cao and Milwaukee were : 


—-—— Receipts.— -- -——£ hipments. — - 

882. 1881. 1882. 1881. 
Chicago..... ... 2,897,430 1,554,821 1,(27,409 1,196 370 
Milwaukee ..... 576,268 384,655 256,317 117,637 
Se 3,473 694 1,918,986 —1,283.726 1,214,007 


The receipts were thus 80 per cent. larger than Jast year, 
the shipments 114 per cent. smaller. 

For the week ending Dec. 9 receipts at four Eastern ports 
have been, for three years : 
Bushels:; New York. Boston. 

882 7 


Phila. 


Baltimore. Total 





.. 1,678,728 378,015 695,782 2,027,375 
MEAs 09 6 1,025,824 446,563 461 660 2,088,885 
P< sdiow 1,566,664 30,774 993,481 3,626,019 
P. c. of total: 
on Ge. 12.5 9.1 23.0 100.0 
_ eer 49.1 21.4 7.4 22.1 100.0 
ee 432 8.5 20.9 27.4 100.0 


Philadelphia and Baltimore together had 32.1 per cent. of 
the total this year, against 29.5 last year and 48.3 in 1880, 
Of the New York receipts 26,400 bushels (1.6 per cent.) were 
by canal this year, against 164,724 bushels (16 per cent.) 
last year, and none at all in 1880, when the canal closed 
unusually early. With the cana! closed the percentage of 
New York falls off as usual. 

Colorado Passenger Rates. 

Commissioner Daniels, of the Colorado pool, gives notice 
that from Jan. 1 the emigrant rate between the Missouri 
River avd Colorado points will be abolished. The only 
rates between the Missouri River and Colorado points will 
be, first-class, $25; second-class, $22, with 50 cents added 
for St. Joseph and Council Bluffs. 


Coal Movement. 


Anthracite coal tonnages are reported as follows for the: 
eleven nionths ending Dec. 2. the tonnage in each case being 
only that originating on the line to which it is credited : 

1882. 1881. Inc. or Dec. P.e¢: 
Longe & panties babeds 6,500,348 6,478,538 I. 22,010 03 
No. Cen., ShamokinD. | =e ¢ oF 9G or = é 
Summit Branch R.R.{ 2+198,210 927.200 1 230,060 24.9 
Sunbury, Hazleton & 


Wilkesbarre.......... 50,202 10.926 39,276 360. 
Pennsylvania Canal... 484,026 454.527 29,999 6. 
Central of N. J., Le- 

4 ae 4,180,548 4.141,499 39.049 0 
Lehigh Valley... ....... 5,477,957 5,283,928 3 


Pennsylvania & N.Y... 
Del., Lacka. & Western. 4,5 
Del. & Hudson Canal Co ¢ 
Pennsylvania Coal Co. 1 
State Line & Sullivan.. 


1. 
I. 
I 

I. 

96,557 1. 
3,980,653 I, 244,584 
D 
I. 

D 


4 
179,249 






— 





6.973 3,347,302 
28,142 


’ 1,319,566 
58.933 


60,377 


S23 

EES 

© ~ 
psom bios. 
ROKK QO Awe 





isi bidiieiesi “26,979,825 26,100,763 I. 879,062 3.4 
The total anthracite tonnage for the corresponding period 
for eight years has been as follows : 





Tons. Tons. 
DEEichecin coacccne Ucn hies oguntine 16,152,525 
7 eee eee ee 
Ae --- - 21,924,560 | 1876......... .. 16,686,187 
1879 . 24,469,939 | 1875....... . 18,085,720 


This year’s anthracite tonnage will probably be the largest 
on record, The usual stoppage of work for a week over the 
holidays will be made, and there is some talk of continuing 
it through the first week in January. 

Semi-bituminous tonnages reported for the eleven months 
are as follows: 

1882. 1881. 

Cumberland... ...... 1,342,403 
Huntingdon & Broad 

T 253,340 


‘o 
East Broad Top — $4,670 
Tyrone & Clearfield... 2,587,4*9 
Bellefonte & Snow Shoe 215,96 


ee eee 4,483,508 4,646,486 D. 192,888 3.5 
The differences between the Clearfield shippers and the 
Pennsylvania Railroad are being gradually adjusted. The 
trade is ee good, although a falling off is reported in 
the steamer trade at tidewater. 
The distribution of Cumberland shipments was noted last 
week, 
Actual tonnage passing over the Huntingdon & Broad 
Top road for the eleven months was as follows: 
1882. 1881. Inc. or Dec. P. c. 
192,350 I. 60, 31.8 
289.733 D. 114,104 39.3 
Total..... .............. 428,969 482,083 D. 53.114 11.0 
The Broad Top coal is mined on the line ; the Cumberland 
carried through for the Pennsylvania Railroad. 


Bituminous tonnages reported for the eleven months are 
as follows: 


Inc. or Dec. P.c. 
2,041,244 D. 698.841 34.4 


192,350 1. 69,990 31.8 
76,520 I. 8,150 10.6 
2,216,413 1. 361,076 16.2 
109,959 I. 105,747 96.1 








Broad Top coal... ........ 
Cumberland coa! ....... ; 





1882. 1881. Inc. or Dee. P. ec. 

Barclay R. R. & Coal Co.. 334,665 377,976 D. 43,311 115 

Allegheny Region. Pa. 
R. R 


493,188 256,376 I. 236,812 92.5 


Penn and Westmoreland 1,165,135 851.231 I. 313,904 36.9 
West Penna. R. R........ 324,687 261,765 I. 62,922 240 
Southwest Penna. R. R 100,211 25,518 I 74,693 293.7 
Pittsburgh Region, Pa. R. 
Dinscddsasesaudtesen 598,446 614,668 D. 16.222 2.6 
_ | ae vere eee 3.016.332 2,387,534 I. 628,798 26.3 


There was a remarkable increase everywhere, except on 
the Barclay road and in the Pittsburgh District, where the 
trade was affected by the increased production of coke, the 
long strike and the uuvusual continuance of navigation on the 
Ohio. 

Coke tonnages for the eleven months are reported as fol- 
lows: 

c 


1882. 1881. Inc. or Dec. P. 
Bellefonte & SnowShoe.. 19,625 11,526 LI. 8,089 70.4 


Apeeneny Region, Pa. R. 


102,336 $9,332 13,004 14.6 


i 1. 
Penn and Westmoreland. 244,543 178,869 I. 65,683 26.6 
West Penna. RR. R.,.. .. 107,756 111,964 D. 4,208 3.7 
Southwest Penna R. R..1,651,835 1,259,222 I. 392,613 31.2 
Pittsburgh Kezion, Pa. R. 
Oe edith inkasteterti abet 509,593 502,392 I 7.204 14 
WI Nea facade: Boiss 508 2,635,691 2,153,206 I. 482,305 22.4 





These tonnages are all over the Pennsylvania Railroad and 
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branches. Coke shipments this year have been limited only 
by the supply of cars available. 

The coal tonnage of the Pennsylvania Railroad for the 
eleven months was as follows: 


1882. 1881. 











P Increase. P.c 
Anthracite............ 1,641,182 1,363,102 278, 20.4 
semi- bituminous 3.239, 282 2,749,935 489,347 17.8 
Bituminous........... 2,681,706 2,009,558 672,148 33.4 
COMB ce ctedis dcckeeenk 2,635,691 2,153,296 482,395 27.4 

Bete... css etext 10,197,861 8,275,891 1,921,970 23.2 


The tonnage for November (five weeks) was 1,135,804 
tons. This is the heaviest tonnage reported for any month 
of the year. The average so far this year has been 212,455 
tons ner week, 

Actual tonnage — over the Pennsylvania & New 
York road for the fiscal year ending Nov. 30 was as follows: 


; 1882. 1881. Decrease. P.c. 
Anthracite becctetehbands a6 1,076,987 1,103,057 31 090 2.8 
Cer 371.005 419,551 48,546 11.6 

NS eae 1,447,972 1,527,608 79,636 5.2 


The larger part of the anthracite is received from the 
Lehigh Valley road; the decrease was chiefly in the last few 
weeks of the year. The bituminous coal comes chiefly from 
tre Barclay and Long Valley mines. 

Receipts of coal at Ch'cago for the seven months from May 
1 to Nov. 30 were as follows: 





-——-- Anthracite. — — -——Bituminous.—. 

1882. 1881 182. 1881. 
By lake ........ 623,223 535,261 263,212 269,269 
bey POMS. ent enes 289,461 260.8 21 1,447,403 1,210,630 
Total. 912,636 816,082 1,710,615 1,479,899 


Increase in anthracite (chiefly by lake), 96.614 tons, or 
11.8 per cent.; increase in bituminous, 230,716 tons, or 15.6 
per cent. The total receipts of both kinds this year were 
2,523,311 tons, against 2,295,981 tons last year, an increase 
of 327,330 tons, or 14.3 per cent. Coke is inc uded in bitu- 
minous coal, 

Cumberland coal tonnage for the week ending Dec. 9 was 
44.594 tons. The total tonuage this year to Dec. 9 was 
1,397,297 tons. 


Chicago-St. Louis Tickets. 


The following circular is signed by W. H. Dixon, Com- 
missioner, and by the general passenger agents of the I li- 
nois Central, the Chicago & Alton and the Wabash, St. 
Louis & Pacific; it is dated Chicago, Dec. 7: 

** The traffic in Chicago, in coupons Chicago to St. Louis, 
of through tickets from Kastern points to St. Louis, or to 
points south of St. Louis, on or east of the Mississippi River, 
via Chicago and St. Louis, has become so great an evil and 
is so seriou ly affecting our revenue, tuat we are compelled 
to notify you that vot Jater than on and from Jan. 1 next 
we must positively require that you base all rates for such 
business on Chicago, for any class of passengers, whether 
ticketed singly, or in parties on a solid ticket, or otherwise. 
This applies to limited as weil as uulimited tickets. On the 
business in question, of any class or limit, this notice estab- 
lishes, on and from the 1st prox., an arbitrary proportion 
for our lines of $8, Cuicago to St. Louis proper, and full 
Chicago rates and proportions south of Chicago to ail the 
other points indicated herein. This notice does not include 
points beyond St. Louis, in Missouri, Arkansas, Texas, nor 
west of these states; nor does it inciude excursion or tourist 
tickets to points south, which excursion or tourist tickets, 
— must in every case be strictly of iron-clad con- 

ract, 

“The evil from which we are suffering is so great, and 
the loss to our revenue is so serious, that we appeal to you 
on personal grounds, asa courtesy to ourselves and to our 
munagers, who are exceedingly anxious about this, that you 
should remedy this evil at once, and not delay until tbe 
final date that we have fixed. If you will be good enough 
to do this for us, we will appreciate the courtesy, and en- 
deavor to reciprocate in every way in our power.” 

Ata meeting held in Chicago on Dec. 2, 1882, at which 
all the above lines were represented, an agreement was 
per the following clauses of which are appended to the 
circular: 

“1. That the circular printed on first page will be sent at 
once to all lines east of Chicago excuanging passenger traf- 
fic with us in Chicago, for St. Louis and the south. 

“2. That the circular referred to in clause 1 be and is 
ber-by adopted as the textof our agreement, as to propor- 
tions to be accepted by us from lines east of Chicago, and 
that no less proportions be aczepted in any instance, under 
any circumstances, That on the business named iu said cir- 
cular, no lower Ss than thos» agreed to be accepted 
from Chicago, shall be accepted from any line, by the Illi- 
nois Central from Kensington. That the Chicago & Alton 
and Wabash, St. Louis & Pacific Rai roads shall always be 
at liberty to accept on said business, the same proportions 
a that the Illinois Central may accept via Ken- 
slogton., 

**3. That Mr. W. H. Dixon, Commissioner of the Western 
Trunk Lines Passenger Association, Secretary of the Chicago 
Railroad Association, and Secretary of the Western Asso- 
ciation of General Passenger & ‘Ticket Agents, is hereby ap- 
pointed Commissioner for the purpose of seeing that this 
agreement is faithfully carried vut. That the supervision of 
the Commissioner will extend only to this special business 
for St. Louis and points south of St. Louis, on or east of the 
Mississippi River, handed tous by lines east of Chicago. 
That oa the request of one or more ef us, he shall at an 
time examine the books and accounts of any one, or of all 
of our lines, in order tosee that this agreement is being 
faithfully observed. That in order to enable him to per- 
form this duty satisfactorily, he shall have unrestricted ac- 
cess to any books or accounts of our respective companies, 
and shall examine, under oath or otherwise, as he may be 
requested to do by any one or more of us, or as he may him- 
selt elect, any officer or employé of any of our companies. 

“6. Toat any breach of this agreement, intentional or un- 
intentional, shal] subject the offending party or parties to a 
fine of double the full and correct proportion, which should 
have been obtained on the business, secured by such offend- 
iog party or parties by such breach of agreement; and also, 
and in addition, the cost, if any, of arbitration. Tbat so 
much of the fine so levied, as made up of double the full and 
correct proportion as aforesaid, shall be paid to the offend- 
ing line or lines par ies bereto. In the iatter case, in which 
two lines are to receive the fines so levied, said fines shall be 
divided in equal proportions between them. 

**?, That the Commis-ioner shall hear and decide all com- 
plaints under this agreement. That there shall be immediate 
compliance with his decisions, or an appeal taken at once to 
a board of arbitration of three general passenger or geueral 
ticket agents, to be selected by the Commissioner.” 


An Unprofitable Season for Lake Vessels. 


The Chicago Tvibune of Nov. 30, says: 

“To-day at noon marive insurance expires, and the season 
of navigation for the year 1882 virtually closes. The sea- 
son on the whole has 0 the poorest, so far as freights are 
concerned, that has ever been experienced by vesselmen. 
Grain freights, lumber freights, iron-ore freights, coarse 





freights—all have been so low that not one in twenty vessels 
have netted anything for their owners, and many have 
ended the season in debt. The season of 1882 opened about 
six weeks earlier than usual, and that was one of the causes 
of the season’s dullness. The other causes were the compara- 
tive scarcity, or rather the bigh price, of grain at this port 
(most of the time it being higher than it could be sold for at 
New York; made so by the manipulation of the grain gam- 
blers here), the strikes at the lumber manufacturing points, 
the strikes in the iron business, and last, but not least, an 
overabundance of tonnage. The day of small vessels is 
nearly over, especially sail vessels. Steam is rapidly taking 
the piace of sails, and in a few years the carrying of grain 
by sailing vessels will be as rare as were steam grain-car- 
riers twenty-five or thirty years ago. And what applies to 
the grain-carryiug trade applies with equal force to the car- 
rying of iron-ore and lumber. Speed and large tonnage is 
what is revclutionizing the carrying business of the great 
lakes, and the sooner vesselmen recognize this fact the better 
they will be off.” 
Effect of War Rates on Lumber Trafiic. 

The Northwestern Lumberman (Chicago) of Dec. 2, says: 

“The low freight rates to Missouri River points prevajling 
for a few days past have had some influence on shipments, 
and have tended to swell the volume beyond what would have 
actually gone forward if there had been no low rates. Incon- 
sequence November makes a fair showing to the end—con- 
siderably better than indications promised during the first 
few days of the month. Of course the low rates have made 
but little difference with those whose trade is mostly this 
side of the Missouri, and such dealers express the opinion 
that trade has dropped off within the week, speaking for 
themselves only. But there is no question that a large 
amount of lumber has gone forward to Missouri River 
points and beyond, that otherwise would bave remained in 
the yards here, and in that way has in a measure rounded 
out tue season’s shipments, drawn quite heavily on dry 
stucks, and thus has yiven a feeling of satisfaction to those 
who huve a fair quantity of dry lumber on hand. The sev- 
eral yards in this city that have a chain of yards in Kansas 
and Nebraska, have taken the opportunity of extremely low 
rates to fill up the distant yards, and so accomplish the 
double purpose of cheap trarsportation and readiness for 
next season’s trade. 

‘*Some express the opinion that the low rates have done 
more burt than good, by rushing a lot of lus ber beyond the 
Missouri, both from this city and the Mississippi River mar- 
kets, at the close of the season, when the current demand is 
likely to dimmish; and thus the Kansas and Nebraska 
yards will have been loaded up with lumber that their 
owners cannot pay for till next spring’s trade furnishes 
them the money. This will tend to check asteady, healthy 
demand from the West during the winter. The same men 
al-o say that the low rate has given dealers in this city no 
advantage over Mississippi River points, for a rate propor- 
tionately low has been given them. As a consequence the 
dealers and mill men on the big river have as assiduously 
unloaded to the westward as have Chicago men.” 

Southern Railway & Steamship Association. 

General Commissioner Virgil Powers has issued a circular 
letter in which, after noting various railroad complications, 
he says: “I would urgently advise that some agreement be 
established, and a division of territory north be made on 
some line east of which western lines to take no business, 
and west of which eastern ali-rail lines to take no western 
business or quote no rates into certain southern competitive 
territory. 1 would suggest a line from Pittsburgh through 
Buffalo, N. Y., as about a fair division, from which lives 
either way can do business on same rates, the eastern all- 
rail lines to quote no rates on_ business west of that line to 
competitive points south of Wilmington, on the coast, or 
Columbia, Greenville, Spartansburg, etc., in the interior, 
and east of Selma and Montgomery. I know that such an 
arrangement would result in the saving of a large amount 
of revenue that will otherwise be thrown away. These 
competitions over long, circuitous, all-rail routes with 
shorter rail lines resuit in but little if any good to anybody, 
but great harm to all. 

“The competition between the Green Line and rail and 
water lines, via New York, Philadelphia and Baltimore, to 
Charleston, Savannah and other southern coast points is 
still unsettled. Recently I suc.eeded in getting the steam- 
ship companies runving between New York, Philadelphia 
and Baltimore, and Charleston and Savannah, to poo] the 
western business between themselves and maintain a fair 
local rate between the northern and southern ports on this 
western business, thus making the maintenance of rates as 
published more probable. The only certainty of maintenance 
of rates, however, to these southern coast points is the 
pooling of the business between tbe Green Line and rail and 
water lines, which I urge to be done as early as practicable, 
and that an effort be made to do so at this meeting. 

‘*The completion of the East Tennessee, Virginia & 
Georgia Railroad from Rome to Macon opens up another 
competitor for business. Two unsuccessful efforts bave been 
made to make a pool with them. At the last meeting it was 
agreed between the parties at interest that the present divi- 
sions stand until the;meeting of the Association, when it was 
hoped that the general managers would agree upon equit- 
able divisions. In the meantime, they were to take what 
business they could get on strictty maintained rates over 
the new line. I regret to see a general indisposition of rep- 
resentatives of competitive lines to take hold of, discuss, and 
arrange these divisions. If all parties are disposed to do 
right and accept fair proportions, a full and free discussion 
will generally result in making agreements; if not, the only 
fair alternative left is to refer the question to the board of 
arbitrators, who are disinterested, and will decide in accord- 
ance with their best judgment, and their decision should be 
cheerfully acquiesced in. 

** The rates were materially less than the previous year, 
and the roads increased their merchandise rates from the 
East, taking effect the first of September, about 12 per 
cent., and attempted to make a lik increase on cot- 
ton rates to the East; but it was found tbat, 
owing to the competition between steamship lines from 
Norfulk and Portsmouth, etc., and New York and Bal- 
timore, etc., and the very low rail rates to Norfolk, West 
Point, etc., they could not be maintained, and they were 
consequently reduced to very little above last season’s rates. 
Since the last annual meeting of our Association the uorth- 
era trunk lines have made agreements, restored rates and 
pooled the business, which has for some months past re- 
sulted in the maintenance of fixed rates and will in the fu- 
ture result, so far as their lines are concerned, in maintaining 
agreed rates from the Northwest to Southern coast points. 

‘Statistics of business done by all lines from the West 
into and through Montgomery and Chattanooga to points 
south and east of those points, except that done by the 
Memphis & Charleston road, have been completed and show 
a falling off in tonnage of 125 per cent. There have bven, 
and stillare and ever will be, complaitits as to maintenance 
and actual cutting of rates where the business is not pooled. 
The passenger busioess of the Northern truok lines is now 
being pooled, or a record is being kept of that business with 
a view of its final division and differences of rates are used 
to bring about fair divisions,” 





THE SCRAP HEAP. 


Locomotive Building. 

The Richmond & Danville shops in Manchester have lately 
completed a new teu-wheel freight engine for the road, and 
are building another of the same class. 

The Pittsburgh, Ft. Wayne & Chicago shops in Alle- 
gheny, Pa., are building three new freight engines for the 
road. 

The Rogers Locomotive Worksin Paterson, N. J., recently 
delivered two passenger engines with 16 by 24-in. cylinders 
and 6-ft. drivers tu the Wiimington & Weldon rvad. 





Car Notes. 


The United States Rolling Stock Co. has finally closed a 
contract for atract cf 100 acres of the property of the Calu- 
met & Chicago Canal & Dock Co., on which to erect its new 
shops. The property 1s accessible both by rail and water. 
The company purposes building extensive car shops, the 
plans for wh.ch are being prepared by Wilson Brothers & 
Co., of Philadelphia. 

The Indianapolis Car Works have taken a contract to 
build 250 coal cars, to carry 20 tons each, for the Terre 
Haute & Indianapolis road. 

The Gilbert Car Works in Buffalo last week turned out 
two baggage and mail cars for the Buffalo, New York & 
Philade:pbia road. 

The Jackson & Sharp Co., Wilmington, Del., has recent- 
ly forwarded to the Chicago & Atlantic 6 passenger cars, 6 
baggage and express cars, and 4 combination mail, baggage 
and smoking cars, and ti has yet to deliver to this com- 
pany 12 Eastlake passenger coaches. It has shipped 
two Wagner sleeping cars to the New York Central 
Sleeping Car Co., and bas two more about ready to go 
forward. 

The Pittsburgh, Ft. Wayne & Chicago shops in Allegheny, 
Pa., are building four first-class passenger and 24 treight 
cars for the road. 

The American Brake Co., of St. Louis, has been reorgan- 
ized, Capt. D. P. Slattery having bought a Ja: ge interest in 
the stock. The officers 10w are: President, D. P. Slattery; 
Vice-President, John B. Gray; Secretary, B. Leigb; 
Superintendent, 8. W. McMahon. The company owns the 
paients for the automatic upright freight car brake and a 
steam driver and tender brake. The reorganization brings 
additional capital intu the concern. 


Iron and Manufacturing Notes. 

Mr. J. S. Mundy in Newark, N. J., is building a number 
of his hoisting engines of different sizes up to 40 horse- 
power. He has shipped a number tothe Northern Pacific 
and bas just completed a double-drum coal-hois'ing engine 
for the New York Central & Hudson River road. the second 
engine of this class for the road. Ov-ders include severa) for 
the United States government and trem dock and bridge 
contractors in and about New York, Mr. Mundy informs 
us that one of the two suits he has pending with the Lidger- 
wood Co. has been decided in his favor, and in the other a 
decision will probably be given in Murch, 

The Pennsylvania, the Boston & Albany, the Old Colony, 
the Fitchburg, the Providence & Worcester, and other roads 
have, it is stated, given up the wire-circuit system for elec- 
tric signals and substituted the rail-circuit system as prefer- 

l 


e. 

The Bethlehem Iron Co. and the Pennsylvania Steel Co. 
have each taken a contract for 2 ',OUO tons of steel rails for 
the Oregon Railway & Navigation Co. The price is not 
stated. 

The Rail Market. 

Steel Rails.—The market has been active and orders for 
over 40.000 tons have been placed at $40 per ton at mill. 
It is said tuat one or two contracts buve been made at $39, 
but this is doubtful. Makers are, apparently, now beginning 
to believe that a large business can be derenced cn at $40 
per ton, and they do not seem discouraged by the prospect. 

Rail Fastenings.—The market is quiet and uncbanged, al- 
though the demand is lighter than fur some time past. 

No Use to Hurry. 

I had often read of the slow speed made by southern rail- 
road trains, but noticed nothing unusual until reaching Ma- 
con. The train pulled out at about 15 miles an hour, slowed 
down to 12, and the waits were long and tedious. Some of 
the crowd didn’t seem to care if we never got there, but the 
drummer for a Philadelphia house took on terribly. He was 
blasting away when the conductor came along and inquired 
what ailed him. 

* Why, I'll be left :” hotly exclaimed the drummer. 

**Let’s see. You go to Thowasville ?” 

‘* Yen, sir.” 

‘* You change cars at Smithville ¢” 

‘“‘T ought to, but the train will be gone.” 

‘‘ Not a bit of it. That train is two hours behind time.” 

‘Well, I'd rather wait in Smithville.” 

** You couldn’t wait in that town two hours without being 
asked to drink some of the worst whisky ever made, and if 
you refused you'd have to fight.” 

‘*T could go to the hotel.” 

‘*Then you'd have to walk a mile in the sand. 
comes down until our train whistles.” 

‘I might drum up a customer.” 

“You cou'da’t drum nothing. The last Northern drummer 
in Smithville had to fly for his life.” 

** Couldn’t I wait on the platform ?” 

‘No, sir. There is no platform to wait on, and if there 
was, you'd be suspected of wanting to start a turpentine 
fire.” 


No ’bus 


e. 
** Well, it’s awful slow.” 

*¢ What of it ? The other train is still slower: no dinner can 
be had until we get there: there is nothing to see; the depot 
wont be open; you can’t sella paper of pinsin the town; 
you can’t get on to Thomasville: uo one in tbe town plays 
poker; you can’t find a decent cigar there, and from what I 
know of Smithville I can assure you that it has at least 30 
citizens who would take a pop at you on general principles 
within six minutes of your landing there.” 

Soon after our speed was reduc-d to 10 miles an hour, but 
the drummer had nothing more to say.—Detroit Free Press. 
Train Robbers in Texas. 

A dispatch from Dallas, Tex., Dec. 6, says: ‘On account 
of the boldness of train robbers, and the fact that nearly all 
North and Northwest Texas towns are infested with numer- 
ous visitors and suspicious characters, the railroads are 
taking extraordinary precautions. Commencing to-day, all 
passenger and express trains on the Texas & Pacific will 
carry a strong force of state rangers between Fort Worth 
and El Paso. There are no captures vet of the robbers who 
attacked the Gulf, Colorado & Santa Fe traina few days ago, 
butit is well established that one of theirnumber was mor- 
tally wounded in the fizht and diei next day near Cleburne, 
and was secretly buried by his comrades.” 

A Singular Accident. 

A rather tbrillmg adventure occurred a short distance up 
the West Penn road this morning. The engineer of one of 
the early morning passenger trains coming into Allegheny, 
was ra Re cut of bis cab window back toward the end of 
his train which was booming along at its regular high speed, 
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The fireman was out ahead on the engine shining up some 
part of the locomotive. The latter was unaware that any- 
thing bad happened to the train until it rattled over Pine 
Creek bridge, which is known to be rather unsafe, at least to 
cross at a bigh speed. - It is therefore the custom to ‘‘slow 
up” in crossing it. Noticing that this necessary action had 
been ignored by the engineer, the fireman, somewhat 
alarmed by the strange neglect, passed back into the cab of 
the engiae, where he found the engineer lying prone upon 
the floor of the little box in a semi-unconscious condition. 
The fireman assumed control of the engine at once, and in a 
few moments the engineer, upon comiug to bis senses, ex- 
plained that he had been struck on the head by the “‘ goose- 
neck” of a watering pipe which had been carelessly swun 
around so that it projected too close to the track. He ha 
received a severe gash on the head and had been stunned by 
the shock and felled to the floor. Very few persons were 
the wiser of the mishap until some time after it had taken 
place.—Pittsburqh Telegraph, Dec. 11. 


The Richmond & Danville Shops. 


The Richmond & Danville Railroad Company has been 
steadily adding to the shops in Manchester during the past 
two years, until now they are the most extensive works of 
the kind in the South. A representative of the State visited 
thes? works yesterday, and was shown through the various 
buildings by Capt. R. D. Wade, the Superintendent of 
Motive Power, who bas charge of the mechanical depart- 
ment of the Richmond & Danville Company, including the 
shops at Manchester, those at Company Shops in North 
Carolina, and the shops at Atlanta. 

The writer was first taken to the round-house, where he 
was shown a new locomotive (No. 11) which had been finished 
this week, and which will go out on the road to-day. It is 
a heavy freight engine, and weighs 83,000 aay (without 
the tender), being next to the largest size—the ‘ Consolida- 
tion "—that is ever built. It has 10 wheels (six driving 
wheels) and its cylinders are 18 by 22 in. It has all the 
latest and best appliances, including extension smoke-box 
in front for gathering the sparks; the boiler is supplied by 
twoinjectors The engine is well proportioned, and was 
wholly constructed in the Richmond & Danville shops, and 
reflects credit upon the skill of the machinists employed as 
well as upon the Superintendent of Motive Power, under 
whose direction the work was done. It is the largest engine 
ever built in the South, and is the first that the Richmond 
& Danville Company has built entire. Two engines were 
partly built in these shops before the war, and a good many 
have been overhauled and repaired in the past few years, 
but the one just finished is the first which could be called 
strictly a ‘*‘ home” engine. 

It cost the company $10,500, while 314,000 would bave 
been the price of one of similar size and style bought from a 
Northern manufacturer. And the local product very 
naturally has the advantage of being put together with 
more pains. 

The writer was shown another new engine under way, 
which was about two-thirds done. 

Right here we will correct a statement which has recently 
gone the rounds of the press, to-wit: That the Alabama 
Great Southern bad recently constructed the first locomo- 
tive that had been built ‘“‘from the bottom” in the South. 
Capt. Wade built two passenger engines complete in 
1867 and 1868 io the shops of the North Carolina Railroad, 
one of which is now doing excellent service on the Danville 
road, making its 108 miles —~. 

The Richmond & Danville Railroad Company has ex- 
pended a large amount of money on new buildings and ma- 
chinery in the past year. The improvements this year and 
last will cost about $370,000, the following b2ing some of the 
more important of them: Brick foundry, covering an area 
of 80 by 130 ft , with two wings 30 by 40 each, cost $13,- 
000; equipment for same, $5,000; wood and machine shops, 
75 by 180 ft , with two rooms 30 by 40, cost $12,000; equi 
ment for same, $15,000; other shops, cost (about) $12,500. 
In the foundry 28 car wheels are turned out daily and after 
this week the capacity will be 60 wheels a day. 

The Danville Company of course build their own cars, 
and some of the most beautiful passenger coaches that have 
ever rolled over the rails have come from the Manchester 
shops, In the car erecting shops we were shown a new com- 
bination car ready for the paint. 

Capt. Wade informed us that in addition to their regular 
work the Danville Company had turned out this fall for the 
Georgia Pacific road 50 box cars, 40 flat cars and 40 gon- 
dolas. 

At the west end of the yard a tall wooden tower sur- 
mounted by alarge tank 98 ft. from the ground is nearly 
finished. This is to supply the shops with water to be used 
in case of fire. Thirty fire plugs will be located through the 
yard, and as the tank is very high the pressure will be 
strong enough to throw a heavy stream of water. 

In addition to the car works the company has a complete 
job printiug office in the second story of one of the new build- 
ings and does all or nearly ail of its own printing. 

Capt. Wade is ably assisted in bis management of the 
shops by Master Mechanic Thomas W. Gentry.—Richmond 

Va ) State, Dec. 7. 


Steam Tramway. 


The London Engineering gives the following note regard- 
ing the successful working of street railroads with steam 
power : ‘“* When, some six years ago, steam tramway en- 
gines were introduced on the Dewsbury, Batley & Bristol 
tramways, it was decided to retain the old rails, as used 
when the line was worked by horses. This permanent way 
has now lasted six years, and although not yet worn out, 
the directors have decided, on the score of economy, to re- 
place it by Mr. George Tinswell’s system of patent double- 
headed rails, weighing 72 lbs. per yard. The work has just 
been completed under the personal superintendence of the 
inventor. We may here mention that the Merryweather 
engines in use on this line are still giving excellent results, 
the fuel consumed being, in fact, 20 per cent. less than that 
previously reported, whilst repairs account is at its min- 
imum, The directors of the North Staffordshire and other 
tramways are, we understand, making inquiries as to how it 
is this line is worked more economically than other English 
tramways. There is not the slightest doubt that these Mer- 
ry weather engines, with locomotive boilers, consume far less 
fuel than engines having the old vertical type of boiler. In 
fact, this latter design of boiler was originally adopted by 
Merryweather & Sons in their first tram-engines (some of 
which were used for some time in Paris), but abandoned on 
account of its enormous consumption of fuel and their apti- 
tude for throwing sparks into the carriages of the passers-by 
on the high road.” 

The same paper also gives the following note with refer- 
ence to a recent book on an analagous subject : 

** Railways on Roads.—A work entitled ‘Les Tramways 
et les Chemins de fer sur Routes’ has just been published at 
Paris. A German paper says it is the most complete treatise 
on the subject which has hitherto appeared. It gives some 
practical suggestions as to the coefficient of resistance to 
traction on tramways. Steam cars for roads are described, 
viz., Baldwin, Todd, Ransom, Grums, Grantham, Rowan, 
Brunner, Perret and Belpaire. Among the locomotives are 
those of Brown, of Winterthur, that of Mallet, the com- 


pressed air engine of Mekarski (which does not seem to have 
fulfilled expectations), and the grateless machine of Francq, 
etc.” 

Wrought-Iron Railroad Wheels. 


The London Engineer says: “‘ Messrs. Van der Zyphen 
Bros., of Deutz, near Cologne, Germany, who employ 120 
men in the smithy, are turning out railway wheels by the 
hydraulic press at the rate of 15,000 a year, finished and 
mounted, for Germany, Russia, Italy, Turkey and Aus- 
tralia. The spring ring is generally used for fixing the tire, 
and it is exclusively adopted by the German government. 
The firm is now giving special attention to the manufacture 
of a railway carriage wheel like the Mansell, but of com- 
pressed paper, which is found to give good results.” 


An Unpleasant Traveling Companion. 


The passengers in the smoking-car of the Pennsylvania 
Railroad train which left Jersey City yesterday afternoon 
at 5.30 o’clock, were somewhat annoyed between Princeton 
Junction and Trenton by the smothered howling of a dog, 
whose wherea‘uts for a time appeared to be a mystery. 
On the fifth seat from the rear door was seated a stolid look- 
ing German and an Irish woman, who, from the manner in 
which she occasionally berated her companion, was pre- 
sumably bis wife. The shrill yelpsand barks came from 
the vicinity of the legs of the oddly-mated couple. The 
noises seemed to come from an animal in the greatest dis- 
tress or on the verge of hydrophobia. A nervous-looking, 
undersized gentleman, wearing a light overcoat, became so 
excited over the continuous howling that, urged by the 
looks and gestures of half a dozen other passengers, he 
started to investigate. He walked down the aisle unstea- 
dily. stopped at the side of the German and 
leaning over him looked on the floor at the man’s feet. He 
saw a carpet-bag there, and as he looked he saw it move and 
heard another wild ‘‘ Wow-ow-ow!” come from its bowels. 
The dog was in the bag. To put a stop to the annoyance 
the gentleman in the light overcoat kindly requested that 
the animal might be freed, and after a little grumbling the 
weman consented. The hasp was unlocked, and in another 
instant a vicious little brute of a dog, with frothing mouth 
and glaring eyeballs, was on the floor, yelping louder than 
ever. The geutleman in the light overcoat, believing the 
dog to be mad, darted down the aisle as rapidly as the 
motion of the car weuld allow. The dog followed at bis 
heels, and nipped him in the calf. The gentleman let out 
a yell and dropped on a seat. The other passengers jumped 
to their feet and called on each other to shoot the dog; to 
brain it; to throw it outof the car window. None of these 
suggestions were adopted. The dog was still barking at the 
gentleman in the light overcoat and trying to get at bis 
legs. The coat had been removed and had been twisted 
into a sort of pliable club with which the man was trying to 
keep off his four-rooted assailant. He leaned forward, and 
as he did so the dog grabbed the tail of his coat with bis 
teeth. The nervous gentleman was just nicely balanced on 
the edge of the seat, and the sudden jerk caused him to lose 
his equilibrium. He pitched forward and fell on the dog. 
The Irish woman rushed forward to rescue her pet. She 
caught it up in her arms and ran back to her seat. 

By this time the car was all excitement. There was every 
evidence that the dog wasmad. Great flecks of foam fell 
from its jaws, and its teeth snapped together viciously, but 
the Irish woman held on fearlessly. ‘It’s a pack of idjits 
yez are,” said she, vainly endeavoring to thrust the snarl- 
ing brute back into the bag, ‘“ tilthink meown darlint was 
mad, It’s gg he is wid yez.”’ 

The car with its excited load of passengers had then 
reached Trenton. During the five minutes that the conster- 
nation prevailed the German sat quietly smoking a long- 
stemmed pipe, but when the cars stopped he arose. e 
seized the dog by the back of the neck. ‘I tinks,” said he, 
‘*dot [ gif him some fresh air, auf nobody dond gare. I 


P- | guess I dake him oud,” and suiting the action to the word 


he walked to the car dour, opened it, and flung the animal 
20 yards over the railroad tracks. The dog out of the way, 
the sengers were better able to hear the magnificent 
family quarrel which raged without interruption until the 
train reached Philadelphia.—Philadelphia Press. 


Attempt at Train Robbery. 

A dispatch from Dallas, Tex., Dec. 2, says: ‘* Last night 
between 9 and 10 o’clock the north-bound express train on 
the Gulf, Colorado & Santa Fe Railroad, due at Dallas at 
midnight, stopped for water at a little station called. Blum, 
about 75 miles south of Dallas, The engine was boarded 
by three heavily armed men, who, with levelled six-shoot- 
ers, commanded the engineer to pull out, and ‘Be in a 
burry about it,’ a mandate which, under the circumstances, 
he speedily complied with. After leaving the town in the 
rear two or three miles, the order was given to slow down, 
and as the train was pr ing the pilot struck and ex- 
ploded a torpedo, which had been placed on the track as a 
signal to a half dozen confederates hidden in the brush that 
everything was in readiness for the consummation of the 
plot to go through the train. The explosion had the effect 
not only of drawing the confederates out of cover, but of 
arousing the attention of the guard in the express car, who, 
observing several men approaching tbe train, promptly 
opened fire on them, hearing which the robbers in the car 
jumped to the ground and ran towards their companions, at 
whom by this time the guard was blazing away most ener- 
getically. The robbers opened fire on the guard, about 75 
shots being exchanged. e engineer pulled the throttle 
wide open and the train sped away, leaving the discomfitted 
freebooters, 

‘The road had been expecting an attack for a week and 
had taken the precaution to guard against it. No one on the 
train was injured, but it is thought several of the robbers 
were hit. Officers were put in pursuit this morning, and 
there is an unconfirmed report to-night that two of the high- 
Wwaymen were captured near Marion this evening. ‘The 
railroad officials are endeavoring to ferret out the high- 
waymen.” 

The Wenger Air Brake. 

A commission of French engineers was appointed to ex- 
amine and report a new air brake invented by a Mr. Wen- 

er, which has been used on a train between Paris and 

tampes for some months. The commission found the brake 
to have some good qualities, but say that the results so far, 
though not sufficient to justify forming a definite conclusion 
relative to its value, show ati least that it deserves further 
investigation. Itsumsup by saying that the brake has 
worked well on a train of 10 to 12 cars and seems worthy 
of more encouragement, and that it would be very interest- 
ing to make more extended experiments with the system, 
with modifications and improvements which the inventor 
has proposed, with trains which may sometimes include 24 
cars. 





OLD AND NEW ROADS, 


Atlantic & Pacific.—Covtracts are now being let for 
the extension of the Central Division westward from the 
present terminus on the Arkansas River in the Indian Terri- 
tory. The original survey of the has materially 
changed. The new route just adopted follows up the red 








fork, and enters the Oklaboma lands at the northeast corner 


of the Sac and Fox reservations, six miles north of the 
thirty-sixth parallel of latitude; thence hearssouth and west 
until it reaches the north fork of the Canadian River, which 
it follows westward until it reaches a point on the river six 
miles south of the thirty-sixth degree of latitude, when it 
strikes for the south fork of the Canadian, and follows that 
to the Texas Pan-Handle, The object in changing the route 
from the original TT through the unoccupied Cherokee 
lands lying west of the reservations of the Pawnees and 
Osages is to secure the alternate sections of land under the 
provisions of its charter granted by Congressin 1866 lying 
in the Public Lands District, or what is known as the Okla- 
homa district. 


Baja California & Sonora.—Work on this road was 
begun Dec. 7 at Tia Juana, where the line crosses from Cal- 
ifornia into the Mexican state of Baja (Lower) California. 
The road is to run from San Diego, Cal., eastward to Cala- 
basas, Arizona, only a few miles on each end being in the 
United States, the rest in Mexico, south of and generally 
parallel to the boundary line. 


Bangor & Portland.—It is reported that this com- 
pany is to be consolidated with the Pennsylvania, Slating- 
ton & New England, with whose unfinished road it con- 
nects at Portland, Pa., on the Delaware. 


Buffalo, New York & Philadelphia.—This com- 
pany is adding a paint shop 145 by 50 ft. in size, to its 
car shops in Buffalo, the increase in business requiring it. 


Buffalo, Pittsburgh & Western.—This company con- 
templates, it is said, an extension eastward, as soon as the 
new road from Salamanca, N. Y., to Olean, is completed, 
The new road required will be only from Belfast to Angelica, 
about 6 miles, and from Swains to Perkinsville, 10 miles, 
the rest being made up by the use of the Rochester & Pitts- 
burgh and the Allegheny Central tracks. At Perkinsville 
connection will be made with the New York, Lackawanna 
& Western road east. 


Cedar Rapids & Clinton.—This company has filed 
articles of incorporation in Iowa for the purpose of buyin 
and completing the old Chicago, Clinton & Western road, 
whose unfinished line is now owned by the Burlington, 
Cedar Rapids & Northern Company. 


Chicago & Atlantic.—The last rail on this road was 
laid near Rochester, Ind., Dec. 9, completing the line of 249 
miles from Marion, O., to Hammond, whence entrance into 
Chicago is had over the Chicago & Western Indiana tracks, 
Some ballasting and finishing remain to be done, and no 
time has yet been set for opening the road for traffic. 

The road, as is generally known, has been built to give 
the Erie and the New York, Pennsylvania & Ohio a Chicago 
connection of their own, and it will be worked in the inter- 
est of the Erie road, completing its line to Chicago, and 
placing it in that respect on an equality with the other trunk 
lines. 


Chicago, Burlington & Quincy.--A dispatch from 
Sterling, Ill., Dec. 5, says: ‘A railroad excitement which 
has gradually increased during the last ten days culminated 
last night in the City Council granting the right of way to 
the Chicago, Burlington & Quincy road along Depot and 
Second streets from a point near the Northwestern depot to 
Market street, a distance of about half a mile, where the 
cross Rock River, connecting with a branch direct to Chi- 
cago. This makes a continuous and the shortest line from 
Rock Island, Moline and Davenport to,Chicago by 21 
miles and will result in lively competition with the Chi- 
cago, Rock Island & Pacific. Over $100,000 has been paid 
for property along the right of way within ten days and 
work will commence at once removing buildings, grading, 
tracklaying and bridge building. 


Chicago & Eastern Illinois.—The Chicago, Danville 
& Vincennes foreclosure case, as remanded from the Sn- 
preme Court, came | ty the United States Circuit Court in 
Chicago last week. e Court granted leave to amend the 
supplemental bill so as to make the Chicago & Eastern 
Illinois Company a party defendant, and that company 
thereupon filed an answer to the bill and also a cross-bill. 


Chicago & Grand Trunk.—It is said that this com- 

ny will build a branch from Battle Creek, Mich., by South 
Tyo to Detroit. This will give the company a line from 
Chicago to Detroit about the same length as the Michigan 
Central. 


Chicago, Milwaukee & St. Paul.- The track is now 
laid on the extension of the Turkey River Branch from 
Wadena, Ia., to West Union, 13 miles. The branch is now 
57 miles long from the junction with the Dubuque Division. 
Trains will run to West Union in a few days. 


Cleveland, Tuscarawas Valley & Wheeling.—The 
United States Circuit Court in Cleveland, O., has granted 
a decree of foreclosure and sale against this road at suit 
of the Union Trust Company, of New York, trustee. The 
road extends from Lorain, O., to West Wheeling, 158 
miles, and is chiefly a coal road: it has a bonded debt o: 
$4,252,000, on which interest has been in default several 
years, with the exception of 700,000 preferred first-mort- 
gage bonds. The road will be sold as soon as the required 
legal notice can be given. 


Collinwood Belt.—This company has been organized to 
builda connection between the Lake Shore and the New 
York, Chicago & St. Louis roads, just east of Cleveland. 


Columbus, Chicago & Indiana Central.—Holders 
of consolidated Pgs bonds, income bonds and 
stock, and also of Union Trust Company Boe! or 
other certificates, issued for first-mortgage bonds, who have 
subscribed the agreement for the reorganization of the com- 
pany, are notified that, in accordance with the provisions of 
the agreement, they are required forthwith to deposit the 
bonds, stock and certificates with the Union Trust Compa- 
ny, at its office, No. 73 Broadway, New York City; and at 
the same time holders of income bonds and capital stock 
who have thus subscribed the agreement must pay the as- 
sessment of 10 per cent, on the par value of the income 
bonds, and 5 per cent. on each share of stock, to the Purchas- 
ing Committee, at the office of the Trust Company. The 
last day allowed for making such deposit and payment will 
be Dec. 27, 1882. Purchasing Committee’s receipts, ad- 
missible at the New York Stock Exchange, are ready for 
delivery. ‘ 

The late committee representing the holders of consoli- 
dated first-mortgage bonds deposited under a ments of 
May 17 and Aug. 22, 1879, will pay a dividend of 
$25.13 upon each certificate for a bond for $1,000 deposited 
under such agreements upon presentation of such certificate 
at the office of the Union Trust Company on or after Dec. 
13 inst., a statement of the fact of such payment to be 
stamped upon the certificate. This dividend is of a balance 
in the committee’s hands arising from sale of certain income 
bonds which they received in the course of their proceed- 
ings for reducing the railway company’s debt for compli- 
ance with Judge Harlan’s decree, 

The minimum price fixed in the decree of foreclosure at 





which the road can be sold is $18,500,000, 
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Danville, Olney & Ohio River.—In Boston, Dec. 7, 
a large — of the bondholders met at the call of the 
trustees. The trustees stated that the road is now in the 
nands of a receiver, Judge Eads, who has obtained per- 
mission from the United States Circuit Court of the South- 
ern District of Illinois to lease the property, to be oper- 
ated by another corporation. The trustees made a de- 
tailed report of the condition of the road, expressing the 
opinion that, with the expenditure of about $30,000, the 
property could be placed in condition to be profitably 
operated. The Receiver, however, gives it as bis opinion 
that at least $100,000 will be needed. A vote was unan- 
imously passed requesting the Receiver to put the road in 
a condition to operate it, and protesting against ‘the 
leasing of the property on any conditions whatever. 


Delaware, Lackawanna & Western,—Early on the 
morning of Dec. 7 a fire broke out in the repair shops of the 
Morris & Essex Division at Kingsland, N. J., and in spite of 
all the efforts made the machine shop, a two-story building 
260 by 80 ft., was destroyed, except part of the walls. The 
tools were all damaged, but the extent of the damage can- 
not be aseertained until the wreck is allcleared away. The 
loss is estimated at from $60,000 to $75,600. The cause of 
the fire is unknown. - ; 

Denver & Rio Grande.—This company makes the 


following statement for November and the eleven months 
ending Nov. 30: 


Fieven 
November. months. 
ONO G o6 Nis i dich SEER aes tas we Kom $521,365 $5,981,760 
ESCM sii 0 ds 0 5:i pe Racdosedonvns. pascesese 260,683 3,472,281 
AG I io soo S85 n 6a csnsianeh <s $260,682 $2,509,479 
PARC RE TORNOD oo 5 Foc cennnecddeces cues $218,070 
Ce ines ea thdnkicd 5 cumend eis cons os 37,977 
Interest on equipment trust............ 0 ..-.+. 246,278 
- WN GCE. pC kucedwandececacccvebeece 1,249,296 


1,751,616 


$757,863 





Surplus for eleven months...........0..+-.04+5 eee 


This surplus is equivalent to about 244 per cent. on the 
stock. For the eleven months the increase in gross earnings 
was $418,364, or 7.5 per cent.; in net earnings, $164,577, 
or 7 per cent. 


Humboldt Bay & Eel River.—This company has 
been organized to build a railroad from Humboldt Bay, 
Cal , to Watt Slough and thence up Ee! River. The road 
will be 25 miles long, and will -be used chiefly for hauling 
lumber. The headquarters of the company are San Fran 
cisco, 

Illinois Central. —This company’s statement for Novem- 
ber shows the earnings from its lines as follows : 








1882. 1881. Increase. P.c. 

In Illinois $579,419 $572,540 $6,879 1.2 
SR DOB onciscccesse scenes 172,725 164,678 8,047 4.9 
i REC ee Carre $752,144 $737,218 $14,926 2.0 


During November, 188%, the land sales were 2,018.10 
acres for $11,774.69, and the cash collected on Jand con- 
tracts was $319,656. 15. 


Indiana Pacific.—This company has filed articles of in- 
corporation to build a railroad from Auburn, Ind., through 
DeKalb,. Noble, Kosciusko, Marshall and Stark counties to 
Judson, about 90 miles. The capital stock is $2,000,090. 


Lehigh & Hudson River.—The first regular coal 
train over this road left Belvidere, N. J., for Greycourt, 
on Dee. 11. The coal traffic has heretofore been entirely 
local. 


Little Rock & Fort Smith.—This company reports 

earnings for November as follows : 
Grogs CAPRINGT. oi. ws. ie dete wee een Weve cece esse ecee ss $90,346 
FEXPOMBOB. 5 ook ccc cicceccecebsisien cess vecncsccwoe seetene 31,340 
RUOG COIIR 56.0595 ei F iE Sp dss dks vocenekey 46 depicn $52,000 


The net earnings show an increase of $25,619, or 77.6 per 
cent. The receipts from land sales for the month were 
$24,828. an increase of 70 per cent. over November of last 
year. During November the trustees bought and canceled 
$34,000 first-mortgage bonds, making $104,000 canceled by 
them since Jan. 1 from the proceeds of land sales. 


Manhattan Elevated.—The following statement is 
published for the month of November : 





Metropolitan. N. Y. Elevated. Total. 
Net earnings............ 68,659 $152,285 $220,944 
Fixed charges........... 666 50,000 116,666 
Berio. <ci<3> ess $1,993 $102,285 $104,278 


In this statement no allowance is made for taxes. 


Markesan & Brandon.—This road is now completed 
from Brandon, Wis., on the Chicago, Milwaukee & St. 
Paul, west seven miles to some large granite quarries. 
It is graded five miles further, to the town of Markesan. 


Marquette, Houghton & Ontonagon.—The Mar- 
quette Mining Journal says: ‘* We learn that the contract 
for constructing the first 10 miles of this company’s exten- 
sion from L’Anse to Houghton has been awarded to Mr. 
Thos. McKeown, late Generel Superintendent of the Detroit, 
Mackinac & Marquette road, and that he will at once enter 
upon the preliminary work. A force of about 100 men wili 
be employed during the winter iu cutting out the right of 
way, and bringing the line to grade in places where there 
are heavy excavations to be made. Thus the heaviest of the 
work will be done by spring, when a large force will be em- 
ployed and the extension rushed forward as rapidlysas pos- 
sible. It is the intention of the railroad company “to have 
the entire 30 milesof road between L’Anse and Houghton 
finished, and the line open for business through to the latter 
point, by Sept. 1 next.” 


Middletown Valley.—A considerable amount of stock 
has been subscribed to this road, which is to run throughfthe 
Middletown Valley from Rocky Ridge, Md., on the Western 
Maryland road, southwest to Knoxville on the Baltimore & 
Ohio, about 30 miles. 


New York & Long Branch.—A Philadelphia dispatch 
of Dec. 183 says: “‘Itis denied at the Pennsylvania Rail- 
road office that any serious trouble bas arisen between that 
company and the Central Railioad of New Jersey over a 
settlement under the-contract between the two corporations 
for business transacted on the road between Point Pleasant 
and Long Branch,. which is used ana by the Pennsy- 
vania and the New Jersey Centrai Jines. There bas been 
‘some difference of opinion ia the interpretation of the cov- 
tract between the two companies, and for that reason no 
settlement of last season’s business has yet been made. An 
accounting officer of the Pennsylvania Railroad Company 
visited New York yesterday and had a consultation with 
the officials of the New Jersey Central on the subject.” 


Old Colony.—Tke t iron steamboat “Pilgrim,” built 
for the Old Colony Steamboat Company, is approaching 
completion, and will be put on the line next season. She 
will be the largest boat on Long Island Sound. The company 





is also building a new side-wheel freight boat 274 ft. long, 
having a beam engine with cylinders 68 in. diameter and 12 
ft. stroke. This boat will carry about 80 car-loads ef freight. 


Pennsylvania, Slatington & New England.—It is 
reported that Mr. John I. Blair has taken a controlling in- 
terest in this road, and that he will assist in its completion. 
It is said also that he will consolidate it with the Bangor & 
Portland road, in which he is largely interested. The road 
is to run from Slatington, Pa., to Pine Island, N. Y., anda 
large part of the grading is done. 


Peoria & Farmington.—It is said that the Central 
Iowa Company has secured a controlling interest in this 
road, which is now in operation from Peoria, Ill., to Abing- 
ton, 35 miles, andis to run to the Mississippi at Keithsburg, 
where it will connect with the Central Iowa’s Chicago, Bur- 
lington & Pacific line. The completion of these lines will 
give the Central Iowa an eastern outlet, and a line to the 
important city of Peoria. 





Philadelphia & Reading.—At a meeting held in 
Philadelpbia, Dec. 11, the board of managers approved the | 
traffic contract with the Pittsburgh, McKeesport & Yough- | 
iogheny, the Pittsburgh & Erie, the LateShore & Michigan} 
Southern, and the South Pennsylvania Railroad companies, | 
which is referred to more particularly elsewhere. 

In reply to the statement that coupons of the new consol- 
idated 5 per cent. bonds, have been paid, and thus given 
preference over the interest on the general mortgage loan, 
the Assistant Treasurer of the company says that the inter- 
est on the new loan is being paid, but that it is not given 
priority, and that the coupons on the general mortgage loan 
are also being paid. There is no intention on the part of the 
company to pay the coupons on the new loan when the in- 
terest on the general mortgage bonds are in default. The 
Receivers, however (except Mr. Gowen)’ do not recognize 
the new issue of consolidated 5 per cent. bonds, and say that 
the payment of interest on them is purely a corporate act 
of the company and without any sanction from them. 

His co-receivers, Messrs. Caldwell and Lewis, having thus 
declined to recognize the new bonds sold by Mr. Gowen in 
England, that gentleman has addressed them an open letter, 
in which he says: 

‘* First—The issue of 5 per cent. consolidated bonds was 
made publicly in July last under a prospectus issued and 
extensively published in London and this couctry. 

‘*Second—The coupons thereon were due and paid after 
Nov. 1 last at the banking house of Glyn, Mills, Currie & Co. 

““Tbird—There is no default upon the interest of any obli- 
gations prior in lien to the 5 per cent. consolidated mort- 
gage bonds, the July coupon of the general mortgage bonds 
having been paid at maturity, and the December coupon of 
the income mortgage bonds being also paid. 

‘* Fourth—The net earnings of the company for the year 
ending Nov. 30, 1882, are fully $3,500,000 in excess of the 
amount required to pay the interest on the general mortgage 
bonds. 

‘*Fifth—The earnings for the last year are $85,000 in 
excess of all interest charges of every kind, and the only 
reason why the interest on the securities later in charge than 
the 5 per cent. consolidated bonds remains unpaid is that the 
Receivers have no means of raising new capital, and not 
being permitted by the Court to make a car trust, have been 
obliged during the receivership to apply nearly $4,500,000 
of net income to the purchase and construction of rolling 
stock and other new improvements, all of which could have 
been supplied from other sources but for the receivership, 
and all of which money can be restored to income account 
upon the termination of the receivership.” 

It would seem, from Mr. Gowen’s own statement, that 
there is a necessity for putting more debt upon this already 
terribly overloaded company ; that is, that if the interest 
obligations were all paid, it would be necessary to raise 
money from a car trust or ‘‘ other sources” in order to meet 
its pressing necessities. 


Pittsburgh & Western.—The third rail cn this road is 
now laid to New Castle Junction, and the company has be- 
gun to run standard-gauge trains. The narrow-gauge rail 
will probably be taken up west of Callery Junction, but the 
Parker line will remain of 3 ft. gauge. 


Richmond & Allegheny.—At the annual meeting in 
Richmond, Va., Dec. 12, the directors were authorized to 
place mortgages on the extension of the road beyond Wil- 
liamson to an amount not exceeding $20,000 per mile first 
mortgage, and $16,000 per mile second mortgage; also to 
have the line surveyed and located to the West Virginia 
state line. 


Rochester & Pittsburgh.—Track is now laid from 
Bradford, Pa., south five miles to Howard’s Crossing, where 
aconnection is made with the New York, Lake Erie & 
Wesiern road, the track of that road being used thence to 
Johnsonburg. From Johnsonburg south track is laid for 15 
miles, and the work is progressing well. 


St. Louis & Cairo.—This company announces a heavy 
reductionin its passenger rates, beginning Nov. 9. It is 
believed that this will result in a large increase in passenger 
travel, aithough it may be followed by a reduction on com- 
peting lines. 


St. Paul, Minneapolis & Manitoba.—Under the re 
cent contract with the Northern Pacific Company, this com- 
pany on Dec. 9 took possession of the Casselton Branch of 
the Northern Pacific, running from Casselton, Dak., north 
to Mayville, 48 miles. To connect the new acquisition with 
its own line, the Manitoba Company has built a spur three 
miles long from Everest, on the Breckenridge Extension, to 
Casselton. 

JATrangements are heing made for a new logp or second 
line-from Minneapolis to Lake Minnetonka. The branch 
will be as neir an air line as possible, and will be extended 
beyond Minnetonka to the Upper Lake. It is to be ready 
for next summer’s travel. 


St. Regis Falls.—Work has been begun on this road, 
which is.to run from Moira, N. Y.. on the Ogdensburg & 
Lake Champlain road, to St. Regis Falls, 11 miles. It will 
be a lumber road chiefly, and will be extended farther into | 
the forest as business requires. 





South Pennsylvania.—A contract has been concluded 
between this company, the Philadelphia & Reading, the 
Pittsburgh, McKeesport & Youghiogheny, the Pittsburgh 
& Lake Erie and the Lake Shore & Michigan Southern, by 
which those companies guarantee their connection with this 
proposed road when completed and alsoa reservation of a 
certain proportion of their earnings on business inter- 
changed, for the purpose of securing the interest on the 
bonds of the new road. The South Pennsylvania Company 
purposes raising money to build its road by an issue of $20,- 
000,000 bonds with this traffic guarantee. The road is to 
ruo from Harrisburg west to a connection with the Pitts- 
burgh, McKeesport & Youghiogheny, on a line generally 
some distance south of the Pennsylvania Railroad. 


Toledo, Cincinnati & St. Louis.—The following cir- 





cular (which reads asif the company was ina pretty bad 
way) wasissued Dec, 7 to the stockholders of the so-called 


Toledo & Delphos Trust who had not then paid up the 25 
per cent. assessment levied on them by the committee: 

‘* We beg to call your attention to the following facts, and 
tosay that_with this circular we leave the responsibility 
with you. We called for an additional payment of 15 per 
cent., payable Nov. 15, and while we regretted the necessity, 
there was no other course except to abandon the enterprise. 
Of the amount called for, payabie Nov. 15, viz , $225,000, 
every dollar was needed to keep the work going. Of thir, 
about $125,000 has been paid, leaving $100,000 still due, 
We have stretched the use of the $125,000, so that, if pos- 
sible, the road might be held together and work go on until 
the money required to secure the services of Mr. E. B, 
Phillips could be secured. The committee appointed at the 
Parker House meeting believe they will secure the money. 
but it will take all the present month to reach all of the 
bondholders, and it is utterly impossible to keep the work 
going until that time unless you and others now make 
prompt payment. A telegram from the Wellston end, re- 
ceived last night, says that work stops there to-day for the 
want of iron to lay the remaining five miles, the rollipg mill 
refusing to make further shipments unless cash is paid for 
the iron required. At the St. Louis end, work has already 
been seriously-.delayed for want of money, and workmen 
are actually suffering for want of pay, and the engineer re- 
ports that they are now threatening violence to the bridges. 

‘We are helpless, You can protect your property. Will 
you act at once, or shall the reaching of St. Louis and Iron- 
ton this winter be abandoned ?” 


Union Pacific.—With reference to the earnings of this 
road as reported monthly the Commercial and Firtancial 
Chronicle of Dec. 9 says: ‘As to the figures of Union 
Pacific, an explanation in reference to the change that has 
taken plsce in them will be necessary. Our figures are 
always official, and yet a month ago they showed an in- 
crease for the current year of over $2,100,000, while now, 
with $97,000 to be added on for the gain in November, the 
total increase is given at only $500,000. The reason for 
this is that shortly after our last statement came out the 
company issued a report of its receipts and expenses for the 
first nine months of the year, from which it appears that 
instead of a gain in gross earnings of $2,138,203, as shown 
by the aggregates of the monthly estimated figures, there 
was actually a gain of only $422,600, a difference of over 
$1,700,000! Inquiry at the company’s office in this city, 
waence2 all the figures came, elicited the astounding reply 
that these two irreconcilable statements were both correct, 
that the one gave merely approximate figures, while the 
other gave actual figures, but that as the iatter were final 
they of course superseded the others, and those should now 
be disregarded. The actual earnings for the first nine 
months are accordingly incorporated in our figures for the 
current year to Dec. 1. The crowded condition of our 
columns this week does not permit us to dwell upon this 
most remarkable discrepancy, but we will say that if all the 
company’s preliminary figures are as reliable as those for 
the nine months appear to have been, then they are as 
worthless as they are misleading.” 

The explanation given by the company is that in issuing 
the monthly reports comparisons were made with the 
estimated earnings for last year, as published from month 
to month, and that the last year’s actual earnings con- 
siderably exceeded the estimates. But it would certainly 
have been much better and quite as easy to make com- 
parisons with the actual earnings of last year, as most com- 
panies do, following what is certainly the right plan. 

The following official statement of the floating debt is 
published: ‘* The exact statement of the floating debt of the 
company on Dec. 4, 1882, was as follows: 
Sg hig.i's.0 6s (cs deces < pie sd as bonereek 


$3,044,063 .75 
ais. ik9. 54055504) 9. 0.2 bnsvanis a tnekie 


1,004,753.58 


Dividends unpaid... ........ .........- 68,504.39 
RENEE SS OL CS dodskows 6 SO tahaduedshneeakony 279,550. 
ET ENING 25) 6555.00 SUAS chede tenes baed ates 1,003,649.63 


Total 
Deduct assets : 
Cash, Boston 


Te ee reer ee $83,912.41 





Cash, New York..... ae 
Sundry accounts..................... .. 125,445 53 
Notes receivable......... .......... .. 111,800 00 





315,657.84 


$5,174,923.47 





Balance 
Company’s securities on hand, listed : 
Consolicated bonds, market value 
9914 $2,312,000.00 


975,000.00 
1,026,000 .00 


Utah Southern Extension bonds, 
market value 101 
Sinking-fund bonds, market value 
DR saceksacbwikks vakase ak aekneene 


4,313,000 .00 


Net balance of liabilities....... ...........06 $1,361.923.47 

“To meet the above the company has on handin the 

treasury, not hypothecated under the collateral trust inden- 

ture or the Kansas Pacific consolidated mortgage securities 

of branch roads owned, controlled or operated by this com- 

pany, as follows: Railroad bonds, $16,516,280.40; railroad 
stocks, $28,743,200.” 


Valley, of Ohio.—This road is row completed to Wheel- 
ing Junction, O., where connection is made with the Wheel- 
ing & Lake Erie road. The new terminus is 17 miles be- 
yond the old terminus at Canton, and 75 miles from Cleve- 
land. Regular trains now run through in connection with 
the Wheeling & Lake Erie road. 


Western North Carolina.—Work is now progressing 
well in the Cowee tunnel on the Ducktown line, in spite of 
many obstacles. The grading will be finished to Charleston 
in Swain County, N. C., by spring, and tracklaying will 
then be resumed at Pigeon River. 

Western Union Telegraph.—The following state- 
ment is made for the quarter ending Dec. 30, the December 
earnings estimated: 





Balance, Oct. 1...... ere Tye ee ee $2,667.097 
TRGE GRCCIROE TOE GUARUOE 5 ae. on'5dcis 0a canciones censees 2,150,000 
ae NA EE oe ee rer ne $4,817,097 
Intereat dnd ainkitee Gans. ........ .cccccecsscicces sces 126,850 
ND oi Saal snc ae oran dh sees ebas dane dup epee $4,690,247 


On this showing it was resolved to declare the usual 
quarterly dividend of 114 per cent., which will require 
$1,199,800, leaving a balance of $3,490,447 at the close of 
the quarter. 


Wisconsin Central.—Thbe last rail on this company’s 
Milwaukee Extension was laid Dec. 11, and the road will 
very soon he opened for trattic. It is 65 miles long, from 
Neenah, Wis., south through Oshkosh and Fond du Lac to 
Schleisingerville, where it connects with the Chicago, Mil- 
waukee & St. Paul. An agreement bas been made under 
which trains will use that company’s track for the remain- 
ing 30 miles to Milwaukee. From Neenah to Fond du Lac 
the line is close to the Chicago & Northwestern, and it is no- 
where very far from that company’s line. The road has 
been built under an organization known as the Milwaukee 
& Lake Winnebago Company. which is controlled by the 
Wisconsin Central. The entire live has been built this sea- 
son, the work having been very rapidiy done. 








